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Ministerial Consultations with B.T.C. 


REPERCUSSION of the recent Government stand- 

still order on provincial fare increases greeted Mr. 
Lennox-Boyd, the new Minister of Transport and of Civil 
Aviation, when replying on Monday to the first questions 
in the House of Commons addressed to him in that 
capacity. Details were asked for of the consultations 
between his predecessor and the British Transport Com- 
mission before the order was issued. A meeting took place 
in accordance with Section 4 (1) of the Transport Act, 1947, 
which provides that “the Minister may, after consultation 
with the Commission, give to the Commission directions 
of a general character as to the exercise and performance 
by the Commission of their functions in relation to matters 
which appear to him to affect the national interest, and the 
Commission shall give effect to any such recommendations.” 
The point at issue on Monday was what is to be under- 
stood by “consultation.” It was suggested that the meet- 
ing with Lord Hurcomb on April 15 was called at very 
short notice, and that its proceedings were not character- 
ised by the exchange and consideration of different points 
of view usually thought to be a necessary feature of con- 
sultation in its true sense. The haste with which the 
Government acted over the proposed provincial fare in- 
creases gave a loophole for the suggestions made by the 
questioners in the House of Commons (reported else- 
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where), whose theme was that the British Transport Com- 
mission had been presented with an ultimatum rather than 
consulted in the generally accepted sense. It is, of course, 
the fact, as the Minister stated, that the Act says nothing 
about the Commission’s concurrence having to be obtained. 
Section 4 of the Transport Act clearly has the weakness 
of being read with different shades of meaning by different 
people, but however “consultation” is interpreted the 
difficulty remains that in matters of fares and charges the 
Minister is obliged to consult with the B.T.C. and not 
directly with the body responsible for providing the ser- 
vices which produce the revenue. This is a matter to which 
recent experience may well persuade the Government to 
pay special attention in framing a new Bill for transport. 


Further Railway Wage Claims 


THe decision of the three railway trades unions, the 

National Union of Railwaymen, the Associated Society 
of Locomotive Engineers & Firemen, and the Transport 
Salaried Staffs’ Association, to lodge claims for a 10 per 
cent. pay increase is a reminder that railw ay costs continue to 
rise, whatever form the reorganisation of the railways 
eventually may take. Particulars of the unions’ demands 
are given on another page. If granted, the increases will 
cost some £17,000,000 a year; in addition, the claim is 
likely to lead to another, by railway shopmen, who are not 
covered by the latest joint demand. The claim is based 
largely on the rising cost of living, but the railway union 
leaders seem to ignore the aggravation of inflation that 
will ensue if this and other claims submitted or about to be 
submitted in other industries are conceded. Fortunately 
Mr. Arthur Deakin, Chairman of the Trades Union Con- 
gress, is using his personal influence to press for wages 
restraint, though the T.U.C. has made ne official statement. 
A special meeting of the National Joint Advisory Council 
had been arranged, as we closed for press, for Thursday of 
this week, and was to be the occasion of a statement from 
Mr. R. A. Butler, Chancellor of the Exchequer, on the 
need for wages restraint at this critical time. 


British Transport Commission Statistics 


OR the four weeks to March 23 (Period 3), British 
Railways passenger receipts were some 8 per cent. 
lower than for Period 3 of 1951, despite the rise in fares 
within the London Area from March 2 last, because most 
of last year’s Easter holiday traffic was booked within this 
period. Passenger receipts for February show increases 
over 1951 in receipts from all categories of fare, and from 
first class travel. Passenger journeys in February decreased 
on monthly return tickets and in first class travel. The 
increase in monthly return fares on January 1, 1952, there- 
fore, contributed to a falling off in travel (of 10 per cent.) 
in February, with an increase of some 10 per cent. in re- 
ceipts. There is no obvious explanation of the increased 
receipts from other fare categories in February, apart from 
an apparent increase in the number of cheap fare facilities; 
journeys on excursion and similar tickets exceeded those 
in February of last year by 18 per cent. Receipts from 
railway ships for Period 3 were £605,000, against £612,000 
last year, though the fall was only in passenger receipts— 
£181,000 against £220,000. This presumably reflects a de- 
cline in Continental traffic, shown by a fall in British 
Railways second class (Continental boat train) travel for 
February. 


Indian Regrouping Completed 


THe regrouping of the Indian railways into six zones has 

been completed, with the inauguration of the Eastern, 
North Eastern, and Northern Railways, on April 14. The 
inaugural ceremony was performed by Pandit Nehru, the 
Prime Minister, who spoke of the “astonishing change ” 
that had come about on the Indian railways since the 
immediate post-war period and the upheavals of Partition 
and migration. Mr. Gopalaswami Ayyangar, Minister for 
Railways, said that it had been found impossible to avoid 
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splitting the East Indian system; sentiment had to give way 


to the scheme, which aimed at the national good. The re- 
grouping project has taken only a year to carry out, ihe 
Southern, and Central and Western zones having been 
inaugurated in April and November last year. Mr. 
Ayyangar acknowledged the wide general support received 
from the public, State governments, and other interests. 
Suggestions, and criticisms of the Railway Board’s tenta- 
tive plan of 1950, had been carefully studied. There had 
been no complaint of the zones already formed. They had 
grouped the six zones to serve areas economically so 
developed as to give assurance of adequate and diversified 
traffic. The regrouping was a very important step towards 
“ streamlining” the transport system. 


Overseas Railway Traffics 
URING March gross earnings of the Canadian Pacific 
Railway exceeded working expenses by £1,179,000 and 
were £1,134,000 higher than for the corresponding month of 
1951. Gross earnings amounted to £12,636,000 and 
working expenses at £11,457,000 rose by £937,000: the 


improvement in net earnings was £197,000. As a 
result of considerable advances in working expenses, 
aggregate C.P.R. net earnings for the current 13 


weeks are down by £349,000 at £1,677,000. Aggregate 
gross earnings since January 1, have risen by £3,209,000 
to £35,945,000. Gold Coast traffics continued to improve 
during March, with a £34,061 increase to £321,377. Re- 
ceipts for the financial year ended March 31, 1952, amounted 
to £3,475,842 and compare with £3,140,664 for the finan- 
cial year 1950-51. Victorian Railways traffics for January 
were up by £274,972 at £2,265,953; £274,301 of this im- 
provement was contributed by railway services, £474 by 
electric street railways, and £197 by road motors. There 
was a $342,000 advance in Taltal traffics for April and 
total receipts since July 1, 1951, are now $5,547,000 higher at 
$22,160,000. 


Road Hauliers Welcome White Paper 


A S might have been expected, the annual luncheon of the 

Road Haulage Association, over which Mr. Frank F. 
Fowler, National Chairman, presided in London on Tuesday 
last wasa jubilant affair. All the speakers, who included Mr. 
Fowler, Mr. Gurney Braithwaite, M.P., and Lady Maxwell 
Fyfe, welcomed the White Paper on transport policy re- 
cently issued by the Government. This appreciation was 
based on the decision of the Government to denationalise 
road haulage, but even the Association had to admit that 
the White Paper was so sketchy in its outline that there 
might be many important details and even principles on 
which its members might differ with the Government. 
Apart from this factor, Mr. Fowler fell into the common 
error of assuming that the railways of this country are 
running at a loss, a matter which is dealt with in an 
editorial article elsewhere in this issue, and Mr. Gurney 
Braithwaite, who certainly should know better, spoke of 
“the increasing cost to the taxpayer of bolstering up the 
finances of nationalised transport.” So far, the taxpayer 
has not been called on to make any contribution towards 
the finances of nationalised transport. If discussion of 
the impending legislation enables some of these popular 
misconceptions to be swept aside it will have served a useful 
purpose. 


Cafeteria Cars 

NEW departure in catering on British Railways is the 

cafeteria car, of which the prototype was inspected at 
Victoria Station last week. It is a further development of 
the help-yourself type of refreshment facility already 
represented by the popular buffet car whose use, as we 
have already recorded, is being widely extended in place 
of restaurant cars. The cafeteria car, however, will not 


supplant either the restaurant or buffet car but will work 
mairily on excursion trains where large parties of travellers 
have often to be catered for. 


Passengers will collect their 
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meal or drink from the service counter at one end of the 
car and take it either to the tables with tip-up seats in the 
car. or to their compartment. Also inaugurated at Victoria 
last week was the station cafeteria which takes the place of 
the former tearoom on the Brighton Section side. [It js 
the sixth London terminus to have a cafeteria or a buffet 
with cafeteria service, and similar cafeterias are to be pro- 
vided at a number of principal provincial stations. Victoria 
now has up-to-date light refreshment facilities on both sides 
of the station; the Golden Arrow Bar, on the Eastern 
Section side, was opened last month, and is to be followed 
by similar bars at other large stations where a demand for 
such a service appears to exist. 


Overland to Scandinavia 


HE “North West Express” between the Hook of 
Holland, connecting with the Harwich-Hook day suil- 
ings, and Fredericia, a nodal point for passenger traffic in 
Denmark, affords yet another overland connection between 
Britain and Denmark, Norway, and Sweden. Details are 
given elsewhere in this issue. There will be four services 
daily, this summer, between Western European countries 
and Scandinavia: the “Nord Express,” with a portion 
connecting at Ostend with the Dover-Ostend sailings: its 
satellite, the “ Paris Express”; the “ Scandinavia-Holland 
Express” in connection with the Harwich-Hook night ser- 
vice; and the “ North West Express.” All of these run 
direct between Osnabriick and Hamburg, via Bremen. 
This contrasts with the daily sleeping car between Paris 
and Copenhagen running via Hanover in the “ Nord Ex- 
press” in 1939. The increase in the number of passenger 
services between Denmark and the West since the war has 
been caused by the growth of traffic, by frontier altera- 
tions which have put Warnemiinde and Sassnitz, the 
German terminals of train ferries from Denmark and 
Sweden respectively, behind the Iron Curtain, and by the 
encouragement to transit traffic through Germany given 
by the British occupation authorities. Development of the 
Grossenbrode-Gedser train ferry should further develop 
traffic to and from the West, whilst relieving the busy Great 
Belt ferry. 


Electrical Engineering Works Jubilee 


THIS month the British Thomson-Houston Co. Ltd. 
celebrated 50 years of manufacturing at its Rugby 
works. Preparation of the original 25-acre site, then 
known as Glebe Farm, was put in hand on January 11, 
1900, and manufacture at the works began on March 14, 
1902. The company had an early and historic association 
with electric traction, having received in 1897 the con- 
tracts for the power station, substations and locomotives 
for the Central London Railway. When the locomotives 
gave place to motor coaches, the company supplied the 
multiple-unit control equipment and at about the same 
time furnished the Metropolitan District Railway with 
similar apparatus, these being the first examples of mul- 
tiple-unit operation with electromagnetic contactor control 
in Great Britain. In recent years B.T.H. automatic camshaft 
control was selected for the London Transport 1938 tube 
stock and since then has been ordered for surface line 
and other tube stock to the total of 1,275 equipments. In 
addition to many other contributions to the fixed instal- 
lations and motive power of electric railways, the com- 
pany is active in diesel-electric traction, its contracts 
including the electrical equipment for the L.M.R. 
mixed-traffic diesel and the order last year from the New 
South Wales Government Railways for ten diesel-electric 
shunting and transfer locomotives. 


The ‘* Congressional ’’ of the Pennsylvania 


FH ‘“* Congressional ” express of the Pennsylvania Rail- 
road, which, like the “Senator” of the same 
company, is now composed of the new stock described 
elsewhere, first ran on December 7, 1885. Established 
in response to requests by congressmen for a fast train 
that would enable them to reach New York after the 
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legislative day in Washington, it left Washington at 3.50 
p.m. and reached New York at 9.20 p.m. This time was 
considerably reduced in 1910 by the opening of the line 
under the Hudson into Pennsylvania Terminal, which 
obviated the ferry from Jersey City to Manhattan. It was 
the first train to be worked electrically between New York 
and Washington and now covers the 226 miles in 3 hr. 
35 min. The train was painted black—then the standard 
Pullman colour—until 1898, when the President of the 
Pennsylvania, inspired by the cream and green private 
train of the President of Mexico, had the “ Congressional ” 
similarly painted. This livery lasted until tuscan red, 
with gold leaf trim, was adopted for all stock. The new 
“ Congressional”’ and “Senator” trains are the first to 
appear in a silvery, unpainted finish. The “ Senator,” 
operating between Washington and Boston, over the New 
York New Haven & Hartford east of New York City, 
daies only from July 14, 1929, but soon became one of 
the most popular American trains. 


o 


A Skeleton without Bones 


Ts Government White Paper on “ Transport Policy ” 

is probably the most disappointing collection of 
nebulous generalities that has ever masqueraded as a plan. 
It commences by admitting that the Government has had 
under consideration ever since it took office, the situation 
resulting from the passing of the Transport Act, 1947. No 
doubt that is true, but it makes all the more surprising the 
complete lack of constructive thought which is apparent in 
the White Paper. 

The transport policy of the previous administration, 
which was based entirely on ideological grounds, was 
bad enough. The present government, however, shows all 
the signs of having been precipitated by political considera- 
tions into interference with a basic industry which was 
at least in some state of development. It has done so 
without any clear perception of the problems invoived or 
of the dangers inherent in ill-considered and over-hasty 
action which lacks the essential foundation of a clear line 
ot policy. 

In so far as it says anything, the White Paper repeats the 
generalities which have been bandied about in recent 
months. It proposes that road haulage should revert to 
private enterprise. This is to be done by offering the 
undertakings of the Road Haulage Executive to the public 
for disposal by open tender. In so far as the Labour 
Party, immediately on publication of the White Paper, 
announced its intention to re-nationalise if and when it 
returns to power, it seems unlikely that there will be any 
rush to buy road haulage units. One of the great weak- 
nesses, indeed, of the present proposals is that they fling 
transport right into the centre of the political arena and 
make no provision whatsoever for future stability. Rather 
optimistically, it is suggested that, although the goodwill of 
the former road haulage businesses has substantially dis- 
appeared, purchasers of the units which will be marketed 
as going concerns can be expected “ to pay for the trading 
rights and opportunities which go with them.” Any poten- 
tial buyers may well keep a wary eye on the political hori- 
zon and take a poor view of these opportunities and the 
length of time during which they may be available. 

It appears to be the government view that the railways 
of this country are operating at a loss. The accounts of 
the British Transport Commission for last year have not 
yet been published, but we should be very surprised if in 
fact British Railways are not shown to be operating with 
a surplus, and, in our view, unless there is some quite 
untoward development in the current year, even better 
results might be expected for 1952. There seems to have 
been no account taken of the economies which have been 
achieved by the railways by increased standardisation and 
pooling of services. Quite vaguely, the White Paper talks 
of the need for reducing excessive centralisation by giving 
greater autonomy to areas which may follow the general 
pattern of the present regions. Scotland would be a separate 
area. This seems to overlook that already Scotland is a 
Region in its own right. 
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The White Paper refers to the “* excessive centralisation ” 
of the administration of the railways, without regard to the 
necessity for centralisation of control in many aspects which 
nationalisation as such made inevitable in the early stages. 
In the last eighteen months there has been a substantial 
relaxation in centralised control. In so far, too, as there 
has to be financial unity, it is necessary that matters which 
are dependent on it, or on which it depends, must also be 
unified. Such matters as wages, for example, could never 
be dealt with on a regional basis. In another sphere, traffic 
control, to be effective, must cover the whole country. The 
experience of recent winters in the manipulation of wagons 
is a sufficient indication of the value of this factor. 

The Government does not intend that the area organisa- 
tion should be set out in detail in the Bill, which it is to 
introduce because it has “ decided that new and construc- 
tive legislation is imperative.” Whatever the organisation 
is to be it will be dealt with in a scheme which the British 
Transport Commission will be required to submit to the 
Minister of Transport for his approval. Unless the Com- 
mission is going to receive some “ guidance” on this 
matter, of which nothing is said, or unless it is far more 
dissatisfied with the present organisation than is generally 
believed, this paragraph of the White Paper would seem 
to be one of the most futile in it. There is no indication 
in this White Paper that the Government is in any position 
to give any constructive guidance of this kind. 

To make good the loss to the Commission arising from 
the sale of the Road Haulage Executive’s undertaking and 
any consequent transfer of traffic from rail to road, a levy 
is proposed on goods vehicles, including those of “C* 
licensees. This levy will be designed to yield £4 million 
a year and will be used to amortise the loss. It is a 
thoroughly unsound proposal which has immediately 
attracted criticism from all sides and is little better than the 
thin end of the subsidy wedge. 

Only the keenest disappointment can be felt in all 
circles at the anti-climax to all the talk by Government 
speakers which the White Paper has provided. A first class 
opportunity has been bungled of producing a constructive 
contribution to one of the most pressing problems of the 
time. An essential pre-requisite for such a plan would 
have been to have produced a scheme under which political 
control would have been kept to a minimum. It should 
be far less than it is at present; the recent action of the 
Government on the fares policy has stressed this need. 

There is no suggestion in the present White Paper that 
the Government has in mind a scheme to limit the func- 
tions of the British Transport Commission to broad policy 
and to remove management in any sense from its sphere. 
Indeed, if appears that the Commission will continue to be 
responsible for charges, whereas in our view, as we have 
previously suggested, it is wrong that the responsibility for 
providing services should be divorced from that of the 
fixation of charges. 

So far as the Railway Executive is concerned, we had 
hoped to find in the White Paper some provision under 
which the functional organisation was dropped and there 
was a reversion to a system of General Managers for the 
Regions. These could have been responsible to a smaller 
and reorganised Railway Executive which might well have 
been re-named and given some such title as Directorate- 
General. 

There seems to have been no thought given to such essen- 
tial matters as the desirability of bringing back hotels, docks 
and road passenger services under the general aegis of a 
reformed railway organisation. Considerable economies 
and better working arrangements easily could be effected in 
this way. The road haulage provisions of the White Paper, 
which are the only specific proposals made in it, could have 
been handled better if, for example, the previously-owned 
railway haulage undertakings had been permitted to revert 
and the remainder put up to auction. If, as seems likely, 
the public showed little willingness to take over the units 
offered they might have been acquired by the railway orga- 
nisation, which would then have been provided with a 
strong competitive road system. This could not have failed 
to have made its contribution towards co-ordination and 
integration of transport. 
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Summer Train Services, Southern Region 


T° those who are interested in the restoration of a 

measure of Britain’s past prestige in railway speed, the 
most remarkable feature of the Southern Region’s summer 
train services; to operate from June 30 to September 14 
inclusive, will be the radical acceleration of the “ Atlantic 
Coast Express.” For the first time in Southern history, a 
mile-a-minute booking will figure in its timetable, for the 
down express, at 11 a.m. from Waterloo, is to cover the 83°8 
miles to Salisbury in 83 min., at 60°6 m.p.h. start to stop. A 
further cut of 10 min. will be made in the running time 
between Salisbury and Sidmouth Junction, leaving 80 min. 
for the 75°8 miles of this heavily-graded stretch of line, 
and with reduction in the stopping times here and at 
Salisbury, the Waterloo-Exeter time will come down 3 hr. 
5 min., 7 min less than the 1939 time and the fastest on 
record over this route. 

Moreover, as the 10.50 a.m. “relief” from Waterloo 
is not being run regularly this summer to Exeter from 
Mondays to Fridays inclusive, the 11 a.m., with through 
portions for Seaton, Sidmouth, Exmouth, Plymouth, Bude, 
Padstow, Ilfracombe, and Torrington, will be a very heavy 
train, and locomotive work of an outstanding description 
will be required on such a booking. To Exeter there will 
be an acceleration of 15 min. on last summer’s timing of 
the 10.50 a.m. down (without a Sidmouth Junction stop), 
and 24 min. on the present timing. There are no other 
alterations in the down direction, apart from a 6-min. 
acceleration to Exeter of the 6 p.m. West of England train 
from Waterloo. 

In the up direction there is to be a complete remodelling 
of the “ Atlantic Coast” service. The Ilfracombe and Tor- 
rington portions, unchanged in departure times, will con- 
tinue to leave Exeter Central at 12.30 p.m., but omitting 
the Sherborne and Templecombe stops will be accelerated 
no less than 38 min., reaching Waterloo at 3.40 p.m. In 
mid-week, the Padstow, Bude, and Plymouth coaches will 
be attached to this train, but on Mondays and Fridays and 
daily during most of August, the customary relief train 
will follow the former express from Exeter. Leaving 
Exeter Central at 12.45 p.m. (instead of last summer’s 12.50 
p.m.), the relief will call only at Axminster and Salisbury 
(omitting Yeovil Junction), and be due in Waterloo at 
4.13 instead of 4.36 p.m. 

The through express from Plymouth to Brighton, which 
hitherto had preceded the “Atlantic Coast Express’ from 
Exeter, is to start at 11 instead of 10 a.m. from Plymouth 
Friary, and 1 p.m. instead of 12.15 p.m. from Exeter Cen- 
tral, but omitting its Honiton, Sherborne, and Temple- 
combe stops, is to reach Salisbury only 14 min. later, at 
2.51 instead of 2.37 p.m. Brighton will still be reached 
at 5.22 p.m. (an acceleration of 60 min. from Plymouth), 
and Portsmouth at 4.36 p.m. (58 min. quicker). A con- 
siderable acceleration also is to take place of the through 
trains from South Wales to Portsmouth and beyond; the 
10.30 a.m. from Cardiff will gain 20 min. to Portsmouth, 
29 min. to Eastbourne, and 32 min. to Hastings; the 10.27 
a.m. from Bristol 14 min. to Brighton and 60 min. to 
Eastbourne and Hastings: and the | p.m. from Cardiff 18 
min. to Portsmouth and Brighton, 40 min. to Eastbourne, 
and 43 min. to Hastings. There is no corresponding speed- 
up in the reverse direction. 

On the Bournemouth line the changes are confined to 
certain minor accelerations, as a result of which there will 
be four daily timings at 130 min. from Bournemouth 
Central to Waterloo, at 8.40 a.m., 12.40, 2.40, and 6.40 p.m., 
in addition to the 125-min. “ Bournemcuth Belle,” but the 
only corresponding timings in the down direction are those 
of the 12.30 p.m. “ Bournemouth Belle” and the Fridays 
only 2.30 p.m. (the 6.30 p.m. down takes 131 min.). In 
speed these fall short of the pre-war 116 min. down and 118 
min. up of the “ Bournemouth Limited,” though the latter 
was non-stop, whereas the only non-stop schedules in the 
summer service are five up on Saturdays only with much 
easier timings. On both the Bournemouth and the West 
of England routes there will be the usual profusion of 
holiday trains on Saturdays, but running with times greatly 
eased out from those during the rest of the week. As has 
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been previously announced, the “ Devon Belle” Pullman 
train is to run again, on the same times as last year, but 
this year only on Fridays, Saturdays, and Sundays down, 
and Saturdays, Sundays, and- Mondays up (see our 
March 7 issue). 

A general acceleration of the Waterloo-Portsmouth el.c- 
tric service is to take place, all the express trains being 
cut by 5 min. in each direction. From Waterloo duly 
departures will be at 50 min. past the hour instead of 45 
min. as hitherto, and the times will be 27 min. to Woking, 
36 min. to Guildford, 55 min. to Haslemere, 91 min. io 
Portsmouth, and 96 min. to Portsmouth Harbour. In the 
reverse direction the Portsmouth Harbour departures \ ill 
remain unchanged, but the Waterloo arrivals will be a: 4 
min. to each hour instead of 1 min. past. On Saturdiys 
there are to be four trains each hour, relieving trains at 
10 and 40 min. past each hour preceding the boat trains 
proper at 20 and 50 min. past each hour, from 8 a.m. to 
4.30 p.m., and similarly in the up direction. The down 
relieving trains will stop at Portsmouth & Southsea only, 
and the up reliefs almost without exception will be non- 
stop from Portsmouth Harbour to Waterloo. It is notable 
that practically every train on this intensive service wil! be 
provided with refreshment facilities, making a total of 84 
separate refreshment car workings every Saturday on the 
Waterloo-Portsmouth route alone. 

Elsewhere there are few changes worth remark. The 
“ Kentish Belle’ Pullman train will be accelerated 7 min. 
down and 10 min. up on its Victoria-Ramsgate journey, 
the cut being entirely between Victoria and Whitstable. 
Coming up, it will leave Ramsgate at 5.5 instead of 4.55 
p.m., running up from Whitstable in 79 min. The accelera- 
tion is due to the abandonment of the through Canterbury 
portion, and of the stop at Faversham to detach and 
attach it. : 

The down morning Newhaven boat train is to be 
accelerated sufficiently to permit the boat to leave New- 
haven Harbour at 11.45 a.m., 1 hr. 40 min. after the Vic- 
toria departure, instead of at 12.5 p.m. The acceleration 
of the “Golden Arrow” between Vicioria and Dover 
proves to be of no more than 3 min., bringing the time 
down to 92 min. each way for the 78-0 miles, and as there 
is to be a slight deceleration on the French side (as of all 
the boat connections between Calais or Boulogne and 
Paris), the overall time of the “Golden Arrow” remains 
unchanged. This year the experimental French railcar 
service from Boulogne to Paris in connection with the 4.30 
p.m. from Victoria is not being reinstated, nor the 3.40 p.m. 
railcar from Paris, which last summer brought the quickest 
Paris-London service down to 6 hr. 40 min.—20 min. less 
than the London-bound “Golden Arrow.” 


Operating Results in March 


OR the third time Transport Statistics records a marked 
improvement in the operating results of British Rail- 
ways as compared with their performance a year ago. The 
4-week period for March 23 produced 23,057,000 tons 
of freight traffic, an increase of 710,000 tons. That was 
the largest tonnage British Railways have handled in any 
4-week period, except the November one when year after 
year traffic reaches a peak. The average haul was a mile 
shorter, but 37 million more ton-miles were worked. The 
total volume of transport, 1,873 million ton-miles, was sur- 
passed only in October and November last. To cope with 
it, 380,000 more freight train miles were run, bringing the 
train mileage up to 11,471,000—a total exceeded in Novem- 
ber alone. a 
Since June empty train mileage has grown. Beginning 
at 3 per cent., the. rate of increase soon became 5 and 
from December onwards rose to 10 per cent. Concurrently 
empty wagon mileage went up 6 per cent. during the 12 
weeks to March 23. Both trends may be due to large 
movements of iron ore involving the return of empty 
mineral wagons to the loading points. In March loaded 
wagon-miles for minerals were 5:5 per cent. higher and 
the average haul was 14 miles longer; for coal and coke, 
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on the contrary, loaded wagon miles were down 2:5 per 
cent. and the average haul was 24 miles shorter. 

A satisfactory feature of March operations was a reduc- 
tion in train engine hours, in spite of the higher train 
mileage worked by all Regions. The London Midland 
and Western Regions made a welcome recovery in freedom 
of movement, the former saving 25,000 hours (4-8 per cent.) 
and the latter 15,000 (5:8 per cent.). Over the whole sys- 
tem 20,000 fewer train engine hours were recorded and the 
statistics which measure mobility improved all round, apart 
from a slight slipping back in the Scottish Region, which 
had a lot of rough weather. The all-line freight train 
speed of 8°45 m.p.h. was a record for March. So was the 
output of 1,140 net ton-miles in a train engine hour. With 
wagon miles it was otherwise; the movement of 226 in a 
train engine hour was 9 better than last year’s effort, but 
2 below the 1950 number. 

For statistical purposes a wagon and a wagon mile are 
variable quantities lacking the exactness of the ton-mile 
unit. In the March period British Railways carried 231,000 
more tons of traffic and worked 58 millon more ton-miles 
than in 1950, but forwarded 82,000 fewer loaded wagons 
and the number of loaded wagons on the average train 
was slightly less. The explanation was that the average 
wagon load “at starting point” and “throughout” was 
about a third of a ton larger. The gradual increase in 
the average capacity of wagons is having a noticeable effect 
on operating statistics. In the first 12 weeks of this year 
the railways carried 767,000 more tons of coal and coke 
than in the same period of 1951 without using any addi- 
tional wagons. During these 12 weeks the tonnage of 
minerals increased by 3-9 per cent. and mineral ton-mileage 
by 71 per cent., but the number of wagons used was only 
2-4 per cent. larger. 

The figures above were taken from the aggregates in- 
cluded in the March number of Transport Statistics. 
This quarterly summary of results is useful. For instance, 
it shows how the total of coaching and freight train miles 
increased by 2 per cent., while total engine hours in traffic 
decreased by 1°6 per cent. The total saving of 83,000 
freight shunting engine hours is specially commendable, 
because it happened after a reduction of 200,000 hours 
during 1951 and 790,000 hours during 1950. 

In the March period an addition of 919,000 to coaching 
train miles (5°7 per cent.) was the first step towards the 
revival of normal passenger services. One-third of the 
extra mileage was added in the Southern Region which 
works about 26 per cent. of total coaching miles run by 
British Railways. In 1951 the Southern Region originated 
38 per cent. of the total passenger journeys on the whole 
system; in January and February this year the ratio was 
41 per cent., the Southern carrying 3:2 million more pas- 
sengers and the other 5 Regions 4 million more than in 
the first two months of 1951. The outlook for railway 
passenger business is distinctly brighter than it was a year 
ago and may soon justify the undertaking of a modest 
carriage4building programme. 


Civil Engineering Economy through 
Organisation 


THE provision, efficient maintenance in good order, and 
eventual renewal of a wide range of railway facilities 
are the main duties of the Civil Engineer’s Department, and 
much care is devoted to the planning of economical orga- 
nisations under the three corresponding works headings, 
new works, maintenance, and renewals. New works are 
generally undertaken as the result of a request by another 
or “using” department for the provision of additional 
facilities or amenities, or for the modification of those 
Which already exist. For dealing with such new works 


proposals, the organisation recommended as the most 
economical by Mr. J Taylor Thompson is described in his 
introductory note, entitled “Economy through Organisa- 
tion,” to the general subject “ Economy in Railway Civil 
Engineering,” discussed at the Institution of Civil Engineers 
on November 13, 1951. 
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Briefly, he considered that the request by the using 
department should be in the form of a memorandum 
giving sufficient details to present a clearly-defined prob- 
lem and preferably without sketches. The suggestion 
should first be explained to the Civil Engineer, with whom 
all factors involved should be discussed. The engineer will 
then develop the problem in more-concrete form and 
prepare rough sketches and estimates. He will, however, 
give only such information as is necessary to show whether 
the proposal is practicable and to explain the works in- 
volved to the using department. If it is decided to proceed 
with the scheme, general drawings and firm estimates will 
have to be prepared for final sanction to be obtained for 
the work; working drawings should be made only after 
final authorisation. If additional revenue will result from 
the scheme, its execution should be hastened even if this 
involves additional expenditure, as it will be justified 
by earlier completion and earnings. Programming of work 
and progress and cost records are normally part of the 
procedure. 

The two main items of maintenance are (a) permanent 
way, and (b) structures, and they are dealt with by com- 
pletely different methods of organisation. Day-to-day 
permanent way maintenance organisation is the primary 
engineering economic problem. Past practice in assessing 
the standard manning of the line—based mainly on man- 
power per track mileage with allowances for grass cutting, 
drain clearing, fencing and road maintenance—has now to 
be reconsidered in the light of present-day labour shortage, 
higher costs of labour and materials, improvements in 
track design, and mechanised maintenance. 

For the maintenance of structures, experience has shown 
that for general repairs the most économical method is 
for the work to be carried out at each station every year, 
thereby avoiding accumulations of work and the necessity 
for dealing separately with small repairs as need arises. 
For this purpose each district is divided into six sections; 
two months are allowed for the repairs in each section, 
so that the whole district is covered in 12 months. Con- 
sultation beforehand with the stationmaster enables the 
items required to be listed and materials ordered in advance. 
The work is done by special repair gangs made up of the 
various tradesmen, who are thus employed all the year. 
Each gang is equipped with a travelling workshop contain- 
ing power-driven plant, so that hand-work at site is re- 
duced to a minimum. Urgent repairs required between 
general-repair periods are dealt with either by contract or 
by special “Cabinet” procedure, so named because ail 
filing of orders, requisitions, work orders and other papers 
concerning this work is done in a specially-designed cabi- 
net; a comprehensive control of all phases of the work is 
thus insured. 

On the other hand the track renewal programme is based 
on the permanent way inspector’s reports and recommen- 
dations on lengths in his section most urgently in need of 
renewal; they include details of the track material and its 
condition. After inspecting these lengths and those re- 
ported on by other inspectors, the District Engineer de- 
cides on an order of priority and submits a district pro- 
gramme to the Regional Engineer. In a similar way a 
regional programme is prepared by the Regional 
Engineer. On it material supplies are based and a pro- 
gramme of renewal dates is fixed in consultation with the 
Operating Department. A somewhat similar procedure 
is followed for structure renewals and bridges in particular. 
Monthly progress reports are submitted to the Regional 
Engineer by the districts, and the Assistant Accountant 
supplies information regarding the corresponding expendi- 
ture to date. 

In general, economy through organisation aims at avoid- 
ing waste of manpower and materials “by insuring that 
the provision made corresponds with the ascertained need.” 
Mr. Taylor Thompson expresses the view that good 
management—which is human—of a poor organisation 
may produce better results than poor management of a 
good organisation, particularly in railway civil engineering 
where a great variety of works is scattered over a wide 
area. 


D 
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THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Railwaymen and Politics 


May 5 

Sir,—Referring to the remarks by Mr. John Elliot at the 
Cambridge District Stationmasters’ annual luncheon, re- 
ported in your May 2 issue, that railway servants should 
keep out of politics, may I remind him it was the propa- 
gation of politics for over a decade that brought the rail- 
ways to nationalisation, railwaymen generally not being 
exempt for their part in the culmination of this. 

In the present crisis the Government would be well ad- 
vised to hand over the railways to the individual who would 
undertake to make the industry a success, payment to be 
made by results on a commission basis. 

Yours faithfully, 
ROBERT W. LEWIS 
* Beth-El,” 104, Leggatts Way, Watford. Herts 


Railwaymen in Emergency 
May 10 

Sir,—Your correspondence columns have recently con- 
tained some cases of ineptitude and indifference in unusual 
circumstances, and I think the following example, giving the 
other side of the picture, may be of interest. 

Recently the 4.15 p.m. express from Paddington arrived 
at Chippenham on time (as almost always), but with the link 
to the left-hand outside valve rod buckled on the “ 1000” 
class engine. This was at 6.17 p.m., and it was immediately 
clear that the engine was a total failure. The station fore- 
man, at once advised, went to the West signal box with the 
intention of substituting the station pilot, a 0-6-0 pannier 
tank engine which was then standing in the spur at the west 
end of the station. While he was in the box the 5.32 p.m. up 
stopping train from Bristol was signalled; this train termin- 
ates at Chippenham at 6.29 p.m. and the chances were it 
would have a more suitable engine for the express. The 
return working, 7.10 p.m. all stations to Bristol, conveys only 
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three coaches and could, if necessary, be worked by the Chip- 
penham pilot. 

The up stopping train, worked by a small 2-6-2 tank engine 
of the “ 55XX” class, was stopped at the home signal, at 
6.28 p.m., and substitution was so speedily organised that in 
no more than seventeen minutes this engine was leaving 
again in charge of the down express. So that readers may 
appreciate what was involved I have prepared the accom- 
panying sketch map and tabulated the fourteen movements 
made. The following points seem to me to be outstanding: 


1.—The foresight of the station foreman, in detaching the 
2-6-2 tank engine before it entered the station, so that it could 
be watered while other movements were in progress. 

2.—The speed with which staff on the up platform cleared 
the up stopping train, so that the 0-6-0 pannier tank engine 
could be freed to draw the disabled express engine clear. 

3.—The foresight of the express train guard and station 
staff on the down side in completing station work on the last 
three coaches of the express, which were beyond the plat- 
form; so that immediately the substitute engine was coupled 


on, the train could be signalled “right away” instead of 
drawing ahead as is normally necessary with this train. 
The movements involved are tabulated below : — 


6.28 p.m. 


|. 2-6-2 tank engine uncouples from up stopping train and draws ahead to 
up platform. 
2. 2-6-2 tank engine crosses into spur 
6-2 tank engine sets back to water crane in bay 
0 tank engine from spur through crossover to up main line 
tank engine sets back on to up stopping train 
tank engine draws stopping train into up platform 


Arrival of up stopping train. 

bad 
6-0 
6-0 

-6-0 tank engine propels coaches of stopping train into spur 
6-0 tank engine up to 2-6-2 engine in bay (clear of crossover) 

6-0 tank engine to down main line 

6-0 tank engine sets back and couples to disabled express engine 
-0 tank engine draws express engine well clear of crossover 

6-2 tank engine through crossover to down main line 

6-2 tank engine sets back and couples to down express train 


6-0 tank engine propels disabled express engine over crossover to up 
main line. 


6.45 p.m. 


PEPHSveNawMaw 


2 
0. 
0. 
0. 
0. 
0. 
0. 
0. 
0-6 
2 
2- 
0- 


Departure of down express (27 min. late) 


Above all, there was the spirit in which every man * went 
for it,” and co-operated with the station foreman in carrying 
through fourteen shunt movements in seventeen minutes. 

The finishing touches for a highly commendable episode 
were put by the driver and fireman of the express, who hav- 
ing taken over the 2-6-2 tank engine, worked their 350-ton 
train to Bristol with such energy and skill as to regain 5 
minutes of the lost time with what was a totally unsuitable 
engine for such a duty. In the meantime Chippenham had 
passed through the 5.5 p.m. West of England express from 
Paddington, and despatched the 6.33 p.m. “ local ” to Trow- 
bridge, and normal working was resumed at 7.10 p.m. with 
the departure of the Bristol “ local,” on time. 

Yours faithfully, 
O. S. NOCK 
Bath 


Bury Footbridge Collapse 


May 8 

Sir,—Many engineers will wonder whether the aie 
at Bury Knowsley Street Station, which collapsed on 
January 19 (reported in your January 25 issue) belongs 
to British Railways or a local authority, but whoever is 
—— for its existence should be responsible for its 
Safety. 

_ Having spent the working part of my life as a railway 

signal engineer, learning, designing, manufacturing, plan- 
ning, estimating and erecting signalling installations for 
62 years, my mind, like that of all railway signal engineers, 
has every day been dominated by the words “ Safety First.” 
Those words come in at the beginning and are never absent. 
I therefore feel that at the age of 80 I may be allowed to 
express my horror at the number of preventable accidents 
which have occurred to unsuspecting users of such impor- 
tant structures as a public footbridge, because of one or 
the other of the following causes: in this case (a) was the 
bridge designed with a factor of safety of six to stand 
a suitable wind pressure when fully loaded with people 
standing on it shoulder to shoulder, and (b) what provision 
was made for the very necessary annual inspection by a 
competent engineer to report on its condition, this being 
of great importance with a wooden bridge? 

Is it possible that engineers responsible for service (b) 
are not sufficiently alive to the meaning of safety. I 
strongly recommend the entire removal of all wooden 
bridges at the earliest possible date, and in the meantime 
a thorough inspection of all similar public bridges. 

Yours faithfully, 
THOMAS E, HAYWOOD 
Falcon Signal Works, Coulsdon 


[A Ministry of Transport inquiry was held on _ this 
accident and its report will be published in due course.— 
Ep., R.G.] 
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THE SCRAP HEAP 


R.G. versus B.R.? 


T. E. B. Clarke, who has been respon- 
sible for some of Ealing’s brightest ideas, 
has a new Script intriguingly entitled 
“The Titfield Thunderbolt.” The star 
will find himself in competition with two 
ladies of vintage age, but undoubted 
attraction: two railway engines, one 50 
years old—* a gay, happy-looking train ” 
—which gets wrecked, and an even more 
venerable old lady brought out of 
museum retirement to replace her. The 
idea of the story is that when British 
Railways decide to close down a village’s 
branch line the local vicar, an inveterate 
* spotter,” student of Bradshaw and sub- 
scriber to The Railway Gazette, rouses 
the villagers to run the railway them- 
selves.—From the “ Birmingham Mail.” 





Railwaymen’s Arts and Crafts 

Paintings, black and white drawings, 
photographs, needlework, and models, 
the work of railwaymen and their fami- 
lies from all parts of the Western Region, 
are on show at the Town Hall, Swindon, 
where the seventeenth annual Exhibition 
of Arts and Crafts, organised by British 
Railways, Western Region Staff Associa- 
tion, is being held this week. No fewer 
than 671 entries have been received in the 
109 different classes, including 237 in the 
painting and other art sections. The 
model locomotive section, entries for 
which are subject to the scrutiny of local 
experts, has attracted six entries, together 
with one locomotive hauling a train. A 
Swindon exhibitor has submitted models 
of the Tower Bridge, Eiffel Tower, and 
the Big Wheel; flying boats and a traction 
engine are also included in various model 
classes. All descriptions of wearing 
apparel and household articles are dis- 
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played in the appropriate classes, and 
entries in the “Something New from 
Something Old” class include a house- 
coat made from a khaki sleeping bag, a 
girl’s dress from a wedding dress which 
was Originally a parachute, and a chan- 
delier of wood from an old boat. 


New England 


1 wonder how many travellers in the 
Norwich-York train were as surprised 
as I was (writes “C.”) to hear a voice 
which surely belonged to the Grand 
Central Station, New York. For at 
March Station the obviously American 
woman announcer said that passengers 
for Boston—and how lovingly she said 
that—were to change at Spalding (with 
a broad “a”). Just before the train 
pulled out the American sergeant made 
a hurried move for his bag, a movement 
which belied his dazed, far-away expres- 
sion. “Boston,” he repeated after the 
announcer. “Boston. D’ya hear how 
she said it?” Then, suddenly grinning 
and half-way on to the platform: “I’m 
going to see if she’s related to a cousin 
of mine.”"—From the “ Manchester 
Guardian.” 


Piloted Crossing 

The accompanying illustration of a 
level crossing on the Queensland 
Government Railways over an important 
thoroughfare in Brisbane was sent us by 
a correspondent. He points out that no 
fewer than 80 trains a day pass over the 
crossing, each preceded by a pilotman 
with flag and handbell; the crossing has 
no gates, though there are warning 
notices to road users. It would be in- 
teresting to know of similar unprotected 
crossings in cities of comparable size 
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Pilotman preceding train over the unprotected crossing of a Brisbane 
thoroughfare used by 80 trains daily 


where there is a similar density of rail 
traffic on a main thoroughfare. 


Value in Railway Names 


Our railways used to have good 
names, which meant something: “ Lon- 
don & South Western,” “North 
British’’—even “North Stafford” or 
“Cockermouth, Keswick & Penrith.” 
These vanished, officially, in 1923; but 
their spirit has lived much longer than 
is generally realised. Not long ago I 
heard a “Great Eastern” railwayman 
complaining that the “Great North- 
ern ” had borrowed some Great Eastern 
engines and returned them in poor 
condition. And I am reluctant to be- 
lieve that the age-old and healthy 
rivalry between the Caledonian and the 
Glasgow & South Western has now 
been entirely forgotten under the zgis 
of “ Scottish Region.” We cannot hope 
to revive all the old names; but perhaps 
the planners will see their way to 
restoring some of them. . . . It might 
lead, perhaps, to a welcome revival of 
that ancient pride in their railways that 
enabled railwaymen, 50 years ago, to 
run their main-line trains rather faster, 
and rather more efficiently, than they 
do now.—From a letter to “The 
Times.” 


In England Now 


Buchan must have his fun, no doubt, 
But I’ve not cast a single clout, 

Yet, in this scheme of things bizarre, 
My tubes are bunged up with catarrh. 
The weather is beyond a joke, 

The weeds and hedges grow like smoke 
and, any morning, we may find 

Jack Frost has left his mark behind 
On bush and blossom, flower and tree; 
The fourth estate fraternity 

Herald the imminent demise 

of every transport enterprise. 


The stationmaster, sceptic soul, 
Broods darkly on a “ better ’ole,” 

The booking clerk, the station’s pride, 
Roams moodily around, boss-eyed; 

He says he’s feeling “ fare fed up,” 
They’re always selling him a pup. 
Officials, daring Nature’s frowns, 
Plan Pullman trains for Epsom Downs 
and someone, in some secret lair, 
Works feverishly to prepare 

The rolling stock of heretofore 

To do its stuff for “ just once more.” 


Gay posters lure us to the sea, 
Inspectors, optimistically, 

Are getting queue boards out again 
To cope with all the week-end strain. 
Boat-loads of polylingual friends 
Arrive from earth’s remotest ends, 
The luggage barrows come and go 
And portly porters puff and blow. 
Many a bright and hopeful day 
Ends tragically with “ Rain Stops Play,” 
As Nature, mocking and malign, 
Flirts fitfully with man’s design. 


Ah yes, I think we may begin — 
To feel that summer’s “ cumen-in!” 
A. B. 
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~ NEW ZEALAND 


Rimutaka Tunnel Progress 


The contractors for the 54-mile Rimu- 
taka tunnel have struck hard rock at 
the Featherston end which enables full 
blasting charges to be used. The Man- 
garoa face is still soft, crumbly material. 
The speed at which construction has 
proceeded and the striking of hard rock 
at the Featherston end long before ex- 
pected lead the engineers to believe that 
the work may be completed before 
June, 1955, the expiry date for the con- 
tract. The record progress so far is 130 
ft. a week. 

The total length of the tunnel will be 
28,864 ft. On April 16, it had been 
driven 2,755 ft. at the Mangaroa end 
and at the Featherston end 2,765 ft., 
making a total already bored of 5,520 
ft. with 23,344 ft. still to be bored. 

The Mangaroa end is close to farm 
settlements in a low foothill to the main 
range, but the Featherston portal is in 
a desolate valley, striking straight into 
a high and rocky rampart of the moun- 
tain. 


INDIA 
Inauguration of Last Three Zones 


On April 14, Pandit Nehru, the 
Prime Minister, inaugurated at New 
Delhi the Northern, North Eastern, and 
Eastern Railways, thus completing the 
regrouping of the railways on a zonal 
basis. The first zone, the Southern 
Railway, was inaugurated on April 14, 
1951, and the second and third (the 
Central, and Western Railways) on 
November 5, 1951. Details of these 
zones and of the regrouping scheme as 
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Pandit Nehru, Prime Minister of India, at the ceremony held in New Delhi on 
April 14 to inaugurate the Northern, North Eastern, and Eastern Railways 
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(From our correspondents) 


a whole were given in the May 4 and 
November 9, 1951, issues of The Rail- 
way Gazette. ? 

The Eastern Railway, with head- 
quarters at Calcutta, includes part of the 
East Indian and all the Bengal Nagpur 
railways; and the North Eastern Rail- 
way, based on Gorakhpur, is formed of 
the remainder of the East Indian, and 
the Oudh Tirhut and Assam systems. 
The Northern Railway, with its head- 
quarters at Delhi, combines the Jodh- 
pur, Bikaner, and Eastern Punjab sys- 
tems, and the Lucknow, Moradabad, 
and Allahabad Divisions of the East 
Indian Railway. 

The original intention had been to 
include the Allahabad and Sealdah 
Divisions of the East Indian Railway in 
the Eastern group, but as a result of 
recommendations by the Central Advi- 
sory Council for Railways, Allahabad 
was given to the Northern group and 
Sealdah to the North Eastern. 


CANADA 


Reduced Rates Ordered 


The Board of Transport Commis- 
sioners has made public an order to the 
railways to reduce freight rates by about 
$7,000,000 a year on goods moving 
between Eastern and Western Canada. 
The cost of the reduction, which took 
effect on May 1, is to be covered by a 
subsidy voted by Parliament during the 
autumn session. The subsidised reduc- 
tions are the first major implementation 
of the rate-equalisation plan of the 
1948-51 Royal Commission on Trans- 
portation. 

In ordering the cuts, the board put 
into effect a compromise of the pro- 
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posals of the Manitoba Government 
and of the Governments of the other 
Western provinces. The three far- 
western provinces demanded straight 
percentage decreases, but Manitoba 
contended that the cuts should be on a 
cents-per-pound basis on the traffic 
moving over the Northern Ontario rail 
“ bridge ” between east and west. 

As ordered, the reductions will 
amount to 2:53 per cent. of existing 
basic rates plus 5-8 cents per 100 1b. On 
a percentage basis, this would come to 
roughly five per cent. It will have the 
effect on traffic of wiping out the latest 

4 per cent. general freight rate increase 
authorised early this year. Some 
$150,000,000 a year in east-west traffic 
passing over the Northern “ bridge ” 
will be affected by the reductions, which 
are intended chiefly to lower the rail 
charges for Western consumers on 
goods bought in the East. 

The great eastbound movement of 
grain from the West, already kept at a 
low rate level by statute, will not be 
subject to the reductions. The exclusion 
of competitive rates means that the 
depressed “ trans - continental” tolls 
between British Columbia and the East 
will not be reduced further. 


New Montreal-Ottawa Service 


The C.N.R. now operates a new, fast 
passenger train between Montreal and 
Ottawa, It runs daily except Sundays, 
covering the 118 miles in 2 hr. 35 min., 
only 10 min. slower than the fastest 
train now running between those cities. 

The train leaves Montreal at 8.30 p.m. 
and reaches Ottawa at 11.05 p.m. The 
“Continental Limited” has been re- 
timed to leave Montreal 15 min. later 
than before. 


UNITED STATES 


Union Pacific Motorcoach Interests 


Subject to the agreement of the Inter- 
state Commerce Commission, the Union 
Pacific Railroad proposes to sell its 5] 
per cent. interest in the Interstate Tran- 
sit Lines and its 663 per cent. interest 
in the Union Pacific Stages. These two 
companies operate motorcoaches over 
7,200 route miles of highway, under the 
title ‘‘ Overland Greyhound Lines,” and 
in 1951 earned between them 
$13,500,000. The sale will be to the 
Greyhound Corporation, the largest 
long-distance motorcoach operator 
in the country, which already owns 
one-third of the stock of each. The 
only other railway interest in these lines 
is that of the Chicago’& North Western 
Railway, which owns 15 per cent. of 
the Interstate Transit stock. 


Diesel Power on the New York Central 


The annual report of the New York 
Central System states that during 1951 
this company added 420 diesel-electric 
locomotive units to its stock, beating 
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all previous records for the number of 
units acquired in a single year. Further 
diesel units on order, scheduled for de- 
livery during 1952 and 1953, will bring 
the total N.Y.C. diesel fleet (including 
diesels in use on the subsidiary Boston 
& Albany, Michigan Central, and “ Big 
Four” lines) to 1,939 units, about 54 
per cent. of the total required for com- 
plete dieselisation. With the seven RDC 
diesel-hydraulic railcars now on order, 
the New York Central will have in ser- 
vice 18 of these units, known on this 
system as “ Beeliners.” 


ITALY 


New Lines in Tuscany 


Construction of the link between 
Piazza al Serchio, terminus of a 36- 
mile line from Lucca, and Pieve San 
Lorenzo-Casola Lunigiana, terminus of 
a |5-mile branch line from Aulla (on 
the Spezia-Parma main line) will be 
resumed in August. It will be 83 miles 
long, and will provide an alternative 
through route between Tuscany and 
Lombardy, halfway between the Pisa- 
Genoa main line to the west and the 
Florence-Bologna main line to the east. 

Work on this line, begun before the 
war, was stopped subsequently, and in 
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1943 the Lucca-Piazza al Serchio line 
was badly damaged. Its reconstruction 
has not been completed, and it is open 
to normal traffic between Lucca and 
Castelnuovo di Garfagnana only, 28 
miles. The new connection will include 
a tunnel under the Lupaccino mountain 
which is the watershed between the two 
valleys. 


FRANCE 
Le Mans Railcar Depot 


In 1946, the S.N.C.F. decided to con- 
centrate the maintenance and repair of 
railcars at the carriage and wagon shops 
at Le Mans. At that time there were 
640 staff at these shops, but by 1951, 
this figure had increased to 910, despite 
the diversion of most of the carriage 
and wagon work to other shops. During 
1951, 85 railcars underwent general re- 
habilitation at Le Mans, and 280 railcar 
engines were repaired on behalf of all 
Regions. 


Noisy-le-Sec Depot 


The reconstruction and modernisa- 
tion of the S.N.C.F. locomotive depot 
at Noisy-le-Sec, begun after the libera- 
tion, will not be completed until after 
1955. In connection with the work, a 
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new locomotive sanding plant was put 
into service towards the end of last year. 

A 20-ton wagon of sand can be un- 
loaded in 45 min. into a storage hopper 
with a capacity of 247 cu. ft., from 
which it runs into a drying chamber 
which can handle 800 Ib. of sand an 
hour. A bucket chain lifts the dry sand 
to the top of the plant where it passes 
through a sifting screen into a storage 
cylinder with a capacity of 565 cu. ft. 
Compressed air is used to propel the 
sand through outlet pipes into storage 
chambers above each of the five outlet 
tracks. 


CZECHOSLOVAKIA 


International Sleeping Car Services 


International sleeping car _ services 
operated by the Compagnie Inter- 
nationale des Wagons-Lits et des 
Grands Express Européens have been 
resumed after being discontinued for a 
time. The same services as before the 
interruption are operated, though not 
as frequently as before. There are now 
three sleeping car services a week be- 
tween Paris and Prague, and between 
Ostend, Prague, Brno and Bratislava, 
and four services a week between Paris, 
Prague and Warsaw. 








Publications Received 


The Rhymney Railway. The Oakwood 
Library of Railway History No. 9. By 
D. S. Barrie. The Oakwood Press, 
Tanglewood, South Godstone, Surrey. 
74 x Sin. 92 pp. Illustrated. Paper 
covers. Price 6s. 6d. net.—The Rhymney 
Railway is the second of the South 
Wales lines to be chronicled by Mr. 
D. S. Barrie, a recognised expert on the 
railway history of South Wales and 
Monmouthshire, and the pages and 
plates of this book are numbered in 
sequence with the second edition of his 
“ The Taff Vale Railway,” No. 2 in this 
series. It is a fascinating story which 
he unfolds. In the narrow valleys of 
Glamorgan were fought feuds as fierce 
as any between the great main-line com- 
panies,and the Rhymney was in the thick 
of them. Beginning as a tributary of 
the Taff Vale, it soon threw off its 
dependence, and made its own route to 
Cardiff. It found a Chrichton in 
Cornelius Lundie, a remarkable man 
who from 1862—five years after the open- 
ing of the first section—to 1904 served 
the company as Traffic Manager & 
Engineer, a title which was an under- 
statement of his responsibilities, and 
then for another four years as a director. 
He set his mark on the system, even on 
its locomotives, bringing order to the 
distinctly happy-go-lucky methods of 
working of the first few years and traffic 
operation and control to a fine pitch. 
Steel and coal were the lifeblood of the 
Rhymney, as of its neighbours, and their 
haulage raised its dividends into double 
figures nine times in nineteen years. 
Caerphilly was the hub of this 51-mile 
system, of which it contained the loco- 
motive works, large sorting sidings 


handling 5,000,000 tons of coal a year, 
and the largest station—a “ miniature 
Carlisle” where the locomotives of 
seven companies could be seen at 
various periods. Being mainly a mineral 
line was no excuse in those days for 
drab livery or slovenly turn-out; the 
Rhymney, no exception, painted its 
engines Brunswick dark green with 
black-and-white lining, and its coaches 
maroon-and-white. Its many sharp 
curves earned it the nickname of the 
“Rhymney Twist” in the early days. 
There were also some fearsome gra- 
dients, about the worst being at | in 35 
on the Rhymney-Nantybwch line built 
jointly with the L.N.W.R., with which 
company the Rhymney contracted a 
beneficial alliance. The conflicts 
between the South Wales railways lasted 
into this century and latterly brought 
the Rhymney a dangerous new com- 
petitor in the pushful Barry which 
poached deeply into Rhymney preserves, 
and helped to scotch proposals by the 
Taff Vale in 1909-10 to take over the 
Rhymney and Cardiff Railways. Even- 
tual unified management of these three in 
1917 heralded the absorption of all four 
by the G.W.R. under the 1921 Act. 


Safety in Car Driving. By W. B. 
Tyrrell. Arthur H. Stockwell, Elms 
Court, Torrs Park, Ilfracombe. 74 in. 
x 5 in. 64 pp. Price 4s.—The ap- 
pearance of this useful little book, 
whose theme is that most road acci- 
dents are avoidable, is timely, for recent 
unfortunate accidents concerning public 
service vehicles have focused attention 
afresh on the problem of road safety, and 
there have been suggestions of a Royal 
Commission to examine it. The author 
offers sound advice to the car driver at 


mechanically-controlled and occupa- 
tion level crossings, where, as shown 
in summarised Ministry of Transport 
accident reports in our pages, accidents 
have been too common of late. 


Signalling Equipment.—New sections 
have been issued for Parts 8 and 16 of 
the signalling catalogue published by the 
Westinghouse Brake & Signal Co. Ltd. 
The nine new sections for Part 8 all 
deal with plug-in relays. Section 5 is a 
general illustrated description, including 
installation views and circuit diagrams. 
The other new sections (No. 5 with 
letter suffix) deal with individual relays 
in the company’s plug-in range. The 
new section (9A) of Part 16 gives a 
description and ordering particulars of 
an improved cable pothead for cables up 
to 46 or 62 cores. 


Aluminium & Aluminium Alloy Pro- 
ducts—The 5th edition has been issued 
of the specifications booklet published 
by the Northern Aluminium Co. Ltd., 
comprising a summary of the official 
British specifications for aluminium and 
aluminium alloys. This edition retains 
the general appearance and charac- 
teristics of its forerunners since 1940, 
but has been improved in arrangement 
for the convenience of users. Among 
other information, its 81 pages provide 
a complete index of British Standard 
and Ministry of Supply specifications 
for aluminium and aluminium alloy 
products; a list of proprietary alloy 
names, and tables of such alloys show- 
ing the forms in which they are avail- 
able and the specification to which they 
conform; and tables of the specifica- 
tions relating to each of the nine forms 
in which the metal is commonly supplied. 
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White Paper on Transport Policy 


Proposed local autonomy for railways ; levy on road 
haulage vehicles to meet losses on denationalisation 


HE first official intimation of 
Government plans for the future 

of transport since the King’s Speech at 
the opening of Parliament in November 
last was made in the White Paper, 
“ Transport Policy,” published on May 
8 (H.M.S.O., Cmd. 8538, price 3d.). 
The White Paper purports only to out- 
line Government policy; full details pre- 
sumably will not be known until publi- 
= of the forthcoming Transport 

ill. 


Failure of Transport Act 


The Transport Act, 1947, the White 
Paper states, has not achieved and is not 
likely to achieve its avowed purpose of 
providing an efficient and properly inte- 
grated system of public transport. Des- 
pite the efforts of the British Transport 
Commission and its Executives, integra- 
tion of road and rail services has made 
little progress, and shows little real pros- 
pect of developing into much more than 
working arrangements between separate 
transport entities. Even if integration 
in its fullest sense were practicable, it 
would result in an unwieldy machine, 
ill-adapted to meet promptly the varying 
and instant demands of industry. 

Administration of the railways, it is 
stated, has been shown by experience to 
have become too centralised under the 
Act, and the Road Haulage Executive 
cannot give trade and industry the 
speedy, individual, and specialised ser- 
vices afforded by free hauliers before 
nationalisation, and could not stand up 
to competition from them. The efforts 
so far made by the Commission to pro- 
mote charges schemes have provoked 
opposition in so many quarters that they 
would have little chance of surviving 
the elaborate procedure provided in the 
Act for bringing them into force. 

The Government therefore has de- 
cided that new legislation is imperative. 
It is not enough, the White Paper con- 
tinues, merely to amend or remove the 
undesirable features of the Transport 
Act: “a positive approach is needed 
under which, with a minimum of cen- 
tralised control, the transport system 
may be stimulated to adjust and develop 
itself in accordance with public needs, 
and may regain and increase the flexi- 
bility without which the demands of 
trade, industry and commerce cannot be 
adequately met.” 


Denationalisation of Road Haulage 


Restriction of road haulage to avoid 
excessive competition between road and 
rail has gone so far as to deprive trade 
and industry of the full advantages of 
modern road transport and has driven 
traders to provide their own road trans- 
port to an extent which would not 
otherwise have occurred. British Road 
Services should revert to private enter- 
prise. The undertaking should be 
divided into operable units (including a 


suitable proportion of small units) and 
be offered to the public for disposal by 
open tender. Units acquired will be 
given “A” carriers’ licences under the 
Road & Rail Traffic Act, 1933, and will 
at once be freed from the 25-mile limit 
under the Transport Act. Eventually 
this limit will be removed from all 
vehicles, and in the interim period the 
existing permit system will be continued. 
Provision will be made for greater lati- 
tude in the granting of new licences 
under the Road & Rail Traffic Act. 

As the goodwill of the businesses out 
of which the Road Haulage Executive 
was formed has substantially disap- 
peared, its undertaking is unlikely to be 
sold at the price at which it was bought; 
but units to be marketed will be going 
concerns and purchasers should pay for 
the trading rights and opportunities 
which go with them. 


Reorganisation of Railways 

“The railways,” it is said, “are a 
national asset. They must remain an 
essential element in transport, and can- 
not be allowed to fall into decay.” The 
present excessive centralisation of the 
railways must, however, be reduced by 
giving greater autonomy to “ areas 
which may follow the general pattern of 
the present Regions.” Scotland is to 
be a separate area. The areas together 
will continue to constitute a single entity 
for financial purposes and control of 
charges. Their existence “should en- 
courage a healthy rivalry between them, 
and give greater scope for initiative than 
is possible under a single centralised 
administration.” 

The new area organisation will not 
be set out in detail in the Transport 
Bill, but will be dealt with in a scheme 
which the B.T.C. will be required to 
submit to the Minister of Transport. 
The Commission will be given greater 
latitude to vary charges schemes so as 
to improve the ability of the railways 
to compete with other forms of trans- 
port. Within prescribed limits it may 
raise or lower its charges with subse- 
quent approval by the Transport 
Tribunal and subject to the over-riding 
powers of the Minister. 


Levy on Road Transport 


The effect of these proposals, it is 
pointed out, will be a probable loss of 
B.T.C. revenue and of traffic from rail 
to road because of the expansion of 
road haulage, even after the closing 
down of redundant capacity and other 
economies in railway operation. The 
Government proposes that compensa- 
tion for losses from these two causes be 
provided by a levy on goods vehicles, 
including those of “ C” licensees, who 
could not reasonably expect to be 
exempt from a levy applying to road 
hauliers, 


The levy will be designed to yield 
initially an annual sum of £4,000,000, 
which will enable the loss on the dis- 
posal of the Road Haulage Executive 
undertaking to be amortised over a 
period of years and will also include 
provision for loss of railway revenue 
through further transfer of traffic to the 
roads. It will be adjusted at intervals 
of, perhaps, three years by the Minister 
of Transport after consultation with the 
Transport Tribunal. 

When the loss from the disposal of 
the Road Haulage Executive’s under- 
taking is known, the period for amortis- 
ing that loss can then be determined. 
The remaining element in the levy need 
be increased only to the extent that the 
roads attract additional traffic from the 
railways. 

The White Paper points out that the 
levy will never impose an excessive bur- 
den upon road transport and, in view 
of the large number of vehicles con- 
cerned, its incidence on any one 
operator will not be heavy. It will not 
be used for other purposes, e.g., to 
make good loss of railway revenues be- 
cause of a recession in trade or failure 
by the railways to secure reasonable 
economies. 


Road Passenger Transport 


The scheme-making powers of the 
B.T.C. in respect of road passenger 
transport and harbours will be repealed. 
The Government's proposals as to road 
passenger transport are limited in the 
main to repealing the scheme-making 
powers of the Commission. It is in- 
tended, however, to review, in the light 
of present-day conditions, the working 
of the licensing system for public ser- 
vice vehicles set up under the Road 
Traffic Act. 

Other matters of less importance such 
as bringing the Commission’s goods 
vehicles within the licensing system set 
up by the Road & Rail Traffic Act, 
1933, will also be included in the Trans- 
port Bill. 


Competition between Road and Rail 


It is pointed out that the general 
effect of these proposals will be to re- 
establish a measure of competition be- 
tween road and rail in long-distance 
journeys. This will encourage efficiency 
in both. The railways will be protected 
by means of the levy from losses of 
revenue which are due to increased 
road competition and cannot be met by 
economies in operation. 

“Trade and industry,” it is stated, 
“will get a better service, and the dis- 
tribution of traffic between road and 
rail will be determined by the advan- 
tage which each has to offer to the 
trader.” This should lead to better and 
cheaper transport than could possibly 
result from the “integration” contem- 
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plated by the Transport Act, “ which 
in any case would have tended to sub- 
ordinate the needs of the trader to a 
plan, rather than to adapt transport to 
his needs.” 


B.T.C. Statement to Staff 


A statement was issued on May 8 by 
the B.T.C. to all its staff after publica- 
tion of the White Paper. The state- 
ment read: — 

“Members of the staff of British 
Transport, in whatever part of the 
organisation and in whatever capacity 
they may be employed, may be wonder- 
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ing how they will be affected by the 
proposals which the Government has 
just announced. The proposals outlined 
in the White Paper on Transport repre- 
sent the policy of the Government and 
. will no doubt in due course be 
embodied in a Bill to be introduced in 
Parliament. These are, of course, 
matters entirely for the Government 
and the Government has stated that its 
policy has been worked out without 
consultation with the Commission. 
“The Commission assures the staff 
employed in the whole of its under- 
taking that it feels a responsibility for 
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their interests and that it will, among 
other important points, bear fully in 
mind the possible effect of the pro- 
posals upon the staff in any comments 
it submits. 

“The Commission calls upon all 
members of its staff, and particularly 
those employed by the Road Haulage 
Executive, to remain steadily at their 
posts and to carry on their jobs with 
undiminished zeal and efficiency, recog- 
nising that it is imperative that during 
this difficult period we should all do 
our utmost to ensure that public trans- 
port meets all demands made upon it.” 








Mobile Loading Platform for Goods Depots 


Freight handling without necessity for 
bay or shunting wagon to platform 


T°? facilitate loading and unloading of 
railway goods wagons direct from 
and to road vehicles by power pallet- 
irucks, Lansing Bagnall Limited, of 
Basingstoke, has developed a new addi- 
tion to its large range of materials hand- 
ling equipment, the mobile loading plat- 
form, 

This consists of a four-wheel trailer 
with two platforms of adjustable height, 
hinged at an intermediate point, which 
can be raised or lowered by means of 
a convenient crank handle operating 
mechanical screwjacks, and a linkage 
system. At the rail wagon end, the plat- 
form remains in a horizontal position 
at all times and has a vertical movement 
of 3 (ft. 94 in—S ft. 34 in. above 
ground level, with an area of 6 ft. x 
6 ft. The road vehicle end has a verti- 
cal movement of 3 ft. 1 in—4 ft., and 
forms a sloping platform 10 ft. x 6 ft. 
which allows it to be used as a ramp. 
Hinged flaps, three at the wagon end 
and one at the road lorry end, act as 
bridge plates when the platform is in 
use. 


Operation in Depot 

In operation, the platform is posi- 
tioned alongside a wagon so that the 
horizontal platform end is in line with 
the wagon door; it is then adjusted 
for height and the hinged flap 
dropped to form a_ bridge plate, 
after which the parking brake is 
applied. The two remaining flaps are 
left in the vertical position and act as 
a safety wall round the other two sides. 
The road vehicle to be loaded or un- 
loaded is then backed up to the ramp 
end and the height of the platform ad- 
justed accordingly, while another hinged 


Platform adjusted for height to rail wagon, with flaps arranged to form 
bridge plate and safety walls 


flap forms a further bridge plate. Palle- 
tised loads then can be moved by power 
pallet truck direct between lorry and 
wagon. 

The mobile platform is provided with 
a towbar for use with any road vehicle 
fitted with a standard type of towing 
bracket, and is so manoeuvrable that 
two or three men can move it with 
ease. 

Use of the mobile platform obviates 


the necessity for a loading bay, and 
loading time is much reduced. Other 
advantages of the platform are direct 
transfer of palletised loads from long- 
distance vehicles to local delivery lorries 
in open yards where no loading bay is 
available and the expense of building 
one would be prohibitive; and speed of 
turnround of railway wagons through 
eliminating the need for shunting 
wagons to a platform. 








MACHINERY TRANSPORT BY  HARWICH- 
ZEEBRUGGE FERRY.—A large consignment 
of machinery from Dortmund in Germany 
arrived at the Eastern Region Harwich 
train ferry terminal in the early hours of 
April 26 on the Suffolk Ferry, It included a 
planing machine weighing over 57 tons 
which was on its way from Germany to 


Great Bridge, Staffordshire, on a special 
British Railways 110-ton well wagon. Two 
other pieces of machinery weighing 14 tons 
were loaded on a similar type of vehicle. 
The whole consignment made the journey 
from Germany to its destination in Staf- 
fordshire on the same British Railways 
wagons without transhjpment. 


DUKE OF EDINBURGH TO OPEN MODEL ENGI- 
NEERING EXHIBITION.—The Duke of Edin- 
burgh has consented to open “ The Model 
Engineer” Exhibition at the New Horti- 
cultural Hall, Westminster, on October 20. 
This exhibition was to have been held in 
August, but now will be open from 
October 20 to 29 inclusive. 
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Cardan Shaft Drive for Motor Bogies 


Transmission system applicable to electric 
locomotives as well as to motor coach stock 


ITHERTO the use of frame- 
mounted motors in_ railway 
bogies has usually been accompanied 
by some form of quill drive. A new 
approach to the provision of fully 
spring-borne motors and a_ flexible 
transmission will be seen in the cars 
now under construction by the Glou- 
cester Railway Carriage & Wagon Co. 
Ltd. for the Toronto Transport Com- 
mission, some details of which were 
given in our January 4 issue. In these 
vehicles the two Crompton Parkinson 
motors in each bogie will drive through 
cardan shafts with Layrub universal 
joints to Hypoid gearboxes on the 
axles. The gearboxes are being sup- 
plied by David Brown & Sons (Hudders- 
field) Ltd. 

Cromptgn Parkinson Limited has 
been active for some years in intro- 
ducing cardan shaft drive for tramways 
in this country and on the Continent, 
and last year exhibited at the South 
Bank Exhibition of the Festival of 
Britain a two-motor tramcar bogie in 
which the arrangement of the motors 
and transmission was similar to that to 
be adopted in the Toronto underground 
cars. A view of the bogie shown at 
the South Bank, built by Maley & 
Taunton Ltd., is reproduced and shows 
how the motors are mounted longi- 
tudinally, each at the end of the bogie 
remote from the axle it drives. The 
cardan shaft can be of sufficient length 
to permit some angular displacement 
for a given axle movement without the 
complication of housing part of the 
drive within the motor inside a hollow 
armature shaft, as in one form of flex- 
ible disc drive. 


Latitude in Locating Motors 


No limit within the normal range of 
horsepower for traction motors accom- 
modated in bogies is set by the use of a 
cardan shaft drive, which is equally 
applicable to electric locomotives as to 
motor coach stock. In fact, the sepa- 
ration of the motor from the transmis- 
sion may assist the designer by allow- 
ing him more latitude in the location of 
the motors than when this is governed 
by the centres of a direct gear drive. 
A second and no less important advan- 
tage is the high gear ratio that can be 
used, permitting the adoption of smaller 
and lighter motors for a given horse- 
power. With direct gear drive the 
practicable sizes of pinion and gear- 
wheel limit the maximum ratio to 
about 6 to 1, whereas with a cardan 
shaft transmission and gearbox a ratio 
of 9 to 1 presents no difficulty. Natur- 
ally a limit is set to the extent to which 
this advantage can be exploited in 
locomotives or motor coaches for the 
fastest classes of express traffic by the 
permissible armature rotational speed. 


Reduction in the weight of traction 
motors is also assisted by the lighter 


- construction possible when, being fully 


springborne, they are not subjected to 
mechanical shocks transmitted from the 
track. The lighter motors and reduced 
shock load also have the equally desir- 
able effect of permitting lighter bogie 
construction. Furthermore, the lighter 
motor costs less. Today the cost of 
four railway traction motors for cardan 
shaft drive with an aggregate power 
(1-hr. rating) of 220 h.p. is consider- 
ably less than that of a pair of conven- 
tional axle-hung motors for a similar 
duty. Even when the additional ex- 


of production. They are convenient to 
handle for maintenance, and can be 
designed for a simple form of mounting 
in the bogie. To withdraw a motor it is 
only necessary to disconnect the leads, 
uncouple the shaft, and unbolt the 
motor from the frame, after which it 
can be lifted out from below. Plug-in 
connectors will be provided for the 
Toronto motors to simplify the with- 
drawal procedure. 

The use of a separate gearbox with 
oil seals effects economy in lubrication 
compared with a gearcase as used with 
an axle-hung motor. Inspection o/ oil 
level is recommended at intervals of 


Cardan shaft drive installed in a Maley & Taunton tramcar type bogie, 
showing the fully spring-borne Crompton Parkinson motors 


pense of four right-angle gearboxes 
over two simple spur gears and cases is 
included, the result is that the latter 
show no real cash balance in their 
favour. 

Taking a typical case, the two types 
of motor may be compared in an 
application such as the hauling of an 
urban underground electric train. The 
total weight of the four cardan shaft 
drive motors with gear units would be 
5,800 lb. as against the total weight of 
two orthodox axle-hung motors with 
gears and suspénsion sleeves of 7,000 
lb., and in the case of the cardan shaft 
drive motors the total unsprung weight 
per axle is only 500 lb., compared with 
2,000 Ib. for the conventional motors. 

The circular-frame motors used with 
a cardan shaft transmission are easier 
to machine than the axle-hung type, 
which is an important factor in economy 


three months, but very little replenish- 
ment is normally required on_ these 
occasions. Universal joints need a 
periodical shot of heavy oil as in auto- 
mobile practice if of the metal type, but 
some designs incorporating rubber 
elements may not require lubrication at 
all. 

The consequent simplification of main- 
tenance must be considered in conjunc- 
tion with the facts that there are no 
suspension bearings to attend to, and 
that crowning of gears is avoided. 

There is a revival of interest at the 
present time in methods of improving 
the riding of motor bogies in motor 
coaches and locomotives. The advan- 
tages of the fully spring-borne motor in 
this respect are acknowledged and the 
cardan shaft drive deserves study as a 
means of achieving them in conjunc- 
tion with other important benefits. 
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Road-Rail Vehicles for Overhead Line Maintenance 


An 


economic and _ mobile 


design 


evolved by the Swiss Federal Railways 








Vehicle raised and turned by jack to allow its flanged wheels to be changed 
for rubber-tyre road wheels 


FL NGINEERS of the Ziirich Region 
of the Swiss Federal Railways 
have developed an ingenious design of 
motor vehicle to carry tools and appa- 
ratus for the maintenance of electric 
overhead equipment. The vehicle runs 
on the road from the maintenance 
centre to a convenient point on the rail- 
way, where it can be converted within 
three minutes into a rail vehicle. The 
use of the road over an important part 
of the journey makes the movement 
of the vehicle independent of the rail- 
way timetable, so that the journey is 
speeded up and it becomes worthwhile 
making use of shorter intervals between 
trains. 


The introduction of this type of 


vehicle has permitted a reorganisation 
of the maintenance service, which has 
been concentrated on fewer centres, 
each with a larger area to cover. 


In the design of the vehicle, it was 
essential, for economic reasons, to use 
an ordinary motorcar chassis. A solution 
involving the use, in any form, of the 
rubber-tyre wheels whilst the vehicle 
was railborne had to be ruled out 
because of the presence of many check 
rails protruding above running rail level 
which would foul the rubber-tyre wheel. 
It was therefore necessary to design the 
vehicle so that the rubber-tyre and 
flanged wheels were exchangeable, and 
that the exchange could be carried out 
safely in a minimum of time. 

As the ordinary wheel-changing pro- 
cedure, involving the removal of 
numerous bolts, would have taken too 
much time, the engineers designed a 
cast-steel sleeve, permanently bolted to 
the axle hub, to carry, hold and drive 
any wheel (rubber-tyre or flanged) that 
will fit on it. The wheel is “ screwed 








(Left) Vehicle running on railway track a 
trailer on which the ladder trolley has been secured 
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nd towing ladder trolley ; and (right) running on the road and towing a road 


on ” by means of a cast-steel cover, and 
at the same time centred by means of 
two cones, one on the cover and one 
on the sleeve. To protect the vehicle 
mechanism against the higher frequen- 
cies of the blows caused by the rail 
joints, wheel rim and wheel disc are 
designed as separate units, elastically 
coupled by Silentblocs. 

A hydraulic jack, rigidly fiited to the 
chassis, is operated by an oil pressure 
pump, driven by the car engine by 
means of an auxiliary gear. It lifts the 
whole car so that the wheels can easily 
be changed. At the same time, this 
device permits “on-the-spot” turning 
of the vehicle on the track, or also on 
narrow roads, at any desired angle. The 
hydraulic jack is so interlocked with the 
driving gear that the car cannot move 
unless the jack is securely locked in the 
“up ” position. 

When the vehicle is to be moved from 
road to rail, it is driven across the track 
into such a position that the centre of 
gravity comes to rest in the centre line 
of the track. This position can easily 
be verified by a simple sighting device 
in the driving cab. With three trained 
men, the whole operation can be carried 
out within three minutes, or in about as 
much time as the operating staff will 
need to offer and accept the “ train.” 
The requisite manipulations can also be 
carried out successively and, if necessary, 
by one man. 


Equipment of Car 


The equipment of the vehicle includes 
an open box, accessible from either side, 
where the wheels not in use can be 
securely kept. The vehicle also carries, 
in easily accessible racks, a carefully 
selected standard set of tools and imple- 
ments required for the inspection of and 
minor repairs to overhead wires. On 
the outside, the vehicle carries on one 
side a ladder extending to 9m., and on 
the other side a set of earthing poles. 
On top a second ladder extending to 
6m. is mounted; this ladder can be 
moved backward, tilted down, and 
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Electric Traction Secticn 





Changing rear wheels of road-rail vehicle 


locked in this position so that the 
vehicle can act as a tower wagon. The 
fitter on top of the ladder can be 


Trials 


assisted by a man standing on a small 
platform on the car roof. The car can 
carry six but the seats can be tipped 


May 16, 3°52 
up so that, if necessary, space ¢ in be 
used to carry materials instead. 

Vehicles of this type have been ‘1 use 
since 1949 and have proved mos: satis. 
factory. Subsequently, they have been 
supplemented by a railborne | idder 
trolley which is hauled by the -aotor 


vehicle and which, because of its com- 
paratively small weight, can be » laced 
on or removed from the track by hand. 
For carrying the ladder trolley b\ road 
a special road trailer has been designed 
on to which the trolley can be tilted and 
fixed. All the four wheels of the irailer 
can be braked electrically. 

The rationalisation of the mainten- 
ance service, made possible by the 
greater mobility of the maintenance 
teams using the new vehicles, has 
enabled the number of maintenance 
depots in the Ziirich Region to be re. 
duced from fifteen to seven. Although 
the average distance between depot and 
working point has thereby been increased 
from 12 to 20 miles (roughly half by 
road and half by rail), the same work 


is now carried out by a slightly reduced © 


staff. In connection with the scheme, 
a new maintenance depot and workshop 
building has been constructed at Ziirich. 
Improvements and extensions were also 
required at some of the other new 
centres. 








Improvement on specification in performance of Co-Co locomotive 


THE performance of locomotives and 
railcars operating on the 
20,00U0-V., single-pnase, 50-cycle line of 
the French National Railways from 
Aix-les-Bains to La Roche-sur-Foron 
has been closely studied during normal 
running and on special tests. By the 
end of February this year the Co-Co 
locomotive No. 6051, with Oerlikon 
electrical equipment, the first to be 
placed in service on the line, had 
covered 137,323 miles since its intro- 


duction in September, 1950, and had 
demonstrated capabilities superior in 
some respects to those of its specifica- 
tion. Trains of 900 tonnes have been 
started and hauled on gradients of | in 
66, and of 720 tonnes on | in 50. The 
performance requirements on_ these 
gradients were 630 tonnes and 530 
tonnes respectively. Normal traffic on 
the line only entails trains of 300 to 
400 tonnes, but during December and 
January numerous loads ranging from 





Co-Co 50-cycle locomotive No. 6051 at work on the Aix-les-Bains to La 
Roche-sur-Foron line 





500 to 700 tonnes were hauled without 
assistance. 

The timetables of semi-fast and stop- 
ping trains entail frequent stops and 
certain starts on up gradients. Average 
distance between stops on_ present 
schedules is 8} miles. During the stop- 
ping and restarting tests with 720-tonne 
and 900-tonne trains, stops were made 
at intervals of ¢-mile and the trains 
were restarted at rates of acceleration 
as low as 0:07 m.p.h. per sec. or even 
less without damage to the commu- 
tators or brushes. No attention to the 
commutators has been necessary since 
the locomotive was placed in service. 
Maintenance procedure has been the 
same as that adopted with the latest 
type of d.c. locomotives. One major 
inspection is carried out per month, and 
occupies a day. 


Experiments with Brushes 


In normal service the average wear 
of brushes is from 0-2 mm. to 0-3 mm. 
per 620 miles. During the period when 
trains of from 500 to 700 tonnes were 
being worked this increased, but still 
averaged less than 0-4 mm. over the 
same distance. These figures apply to 
one-piece brushes, Recently — three 
motors in the locomotive have been 
fitted with three-piece split brushes. a 
modification that has improved the 
commutation and seems likely to reduce 
wear. 
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New Rolling Stock on Pennsylvania Expresses 


The electrically-hauled ‘* Senator’? and ‘‘ Congressional’’ trains operating 
on the Washington-New York section have been completely re-equipped 


Tt Pennsylvania Railroad has intro- 
duced new rolling stock through- 
outon its “Senator” and “Congressional” 
expresses between Washington and New 
York (and Boston, over the New Haven 
Railroad), and Washington and New 
York respectively. The  electrically- 
operated New York-Washington section 
of the Pennsylvania contributes 45-50 
per cent. of the total gross passenger 
revenue, and has to meet strong air and 
highway competition. The provision of 
the new stock is the answer to com- 
plaints that the standard rolling stock 
used on the section, although renovated, 
needed improvement. 






The four new trains built by the Budd 
Company at a cost of about $11,000,000, 
were designed and constructed as com- 
plete units. The vehicles are of all- 
welded steel set off by two horizontal 
bands of tuscan red, and gold leaf 
lettering. The decor is in combinations 
of red, white, and blue. Large paintings, 
carved plaques and etched glass carry 
the decorative theme from coach to 
coach. Soft pastel colours, combined 
with brighter hues, are used in different 
schemes. The dining, coffee shop, 
lounge, and observation cars are styled 
to complete the motif. 

The trains are hauled between 
Washington and New York by the well- 
known GG-1 type electric locomotives, 
painted tuscan red with gold-leaf strip- 
ing and lettering. The locomotives all 
have new automatic speed control 
devices, and cab signals. 

The 64 new vehicles (36 for the two 


““ Congressional” and 28 for the two 
“Senator ” trains) run on four-wheel 
roller-bearing bogies of the latest design, 
and have new springing, tightlock 
couplers and rubber drawgear. Doors 
are operated electro-pneumatically. Air 
conditioning is improved. The safety 
glass in the windows is treated to reduce 
heat and glare from the sun. Acoustics 
with improved sound-deadening keep 
down train noises. Telephones in 
soundproof booths connect with the 
regular telephone systems of cities along 
the route, and may be used at reason- 
able rates. 

The 32 


coach-class vehicles have a 
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A GG-1 type 2 C-C-2 electric locomotive hauling a train of the new Pennsylvania Railroad stock 


main compartment seating 60 in reclining 
seats, and a separate smoking compart- 
ment accommodating 14 in individual 
lounge chairs. Etched glass partitions 
on either side of the aisle divide the 
compartments, also isolated by the air 
conditioning system. There are a 
women’s lounge with a sofa, and sepa- 
rate lavatory annexe, and a men’s 
lavatory. A luggage compartment, 
supplementing wide overhead luggage 
racks, is at one end of the car. 

The reclining seats, adjustable to four 
positions, have headrest covers and 
allow ample leg room. Footrests are 
mounted on the seat bases. The picture 
windows are 6 ft. wide, with individual 
shades for each seat. A continuous strip 
of fluorescent lights recessed in the foot 
of the luggage racks gives glare-free 
light for reading; additional indirect 
lighting is reflected from the ceiling. 
Flooring is of flexible tile. French grey, 
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Canton blue, and Bunker Hill red pre- 
dominate in the colour schemes. Mirrors 
on the énd walls, and glass partitions 
dividing the compartments, are etched 
with historic views or events. 


Parlour Cars 


The 16 parlour cars have 29 reclining 
swivel chairs in the parlour section. 
Wide picture windows are framed in 
bright draperies, and an oil painting 
depicting a phase of colonial life extends 
across one end, with etched mirrors at 
the other end. Parcel and hat racks run 
the length of the car, supplemented by a 
luggage compartment in an end passage. 
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There are a men’s lavatory, and a 
women’s lounge with a dressing table, 
chair and two large mirrors, and sepa- 
rate lavatory annexe. 

Each car has a spacious drawing room 
with a divan seating three, and two 
movable lounge chairs. An important 
new feature is a private annexe with 
lavatory facilities, wardrobe, luggage 
rack and removable table; air con- 
ditioning and heating are individually 
controlled. 

The parlour cars are named after 
outstanding personalities of American 
colonial days, such as William Penn, 
Morris, and Paul Revere. 


All-Room Parlour Cars 


Two all-room parlour cars, one for 
each “ Congressional,” were specially 
designed to enable Government officials 
and business executives to make full use 
of travel hours. Each has seven draw- 
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Conference room in the all-room parlour car 


ing rooms similar to those in standard 
parlour cars, except that pairs of rooms 
may be thrown together to form a 
“conference room ” 164 ft. long, the 
most spacious private facility yet offered 
on atrain. Ten can sit comfortably on 
the two divans and four lounge chairs, 
and additional folding chairs are avail- 
able. Large tables provide adequate 
space for working, business conferences, 
or meals served from the adjoining 
kitchen car. There are twin lavatory 
annexes and wardrobes, and an im- 
proved individually-controlled air-con- 
ditioning and heating system using 
circulating hot water at floor level and 
electric overhead heating. 

The telephone room in the “Con- 
gressional ” is in the all-room car, with 
a divan for passengers awaiting calls. 
The soundproof telephone. booth has a 
cream-upholstered chair. The cars are 
named Thomas A. Edison and Matthias 
W. Baldwin. 

Four coffee shop cars, one for each 
train, provide a service of full meals, 
snacks and refreshments. They are 
divided into three sections: coffee shop 
seating 18 on stools at a counter, dining 
area with six tables for 18, and a small 
cocktail lounge. This car includes an 
electronic Radarange cooker, supple- 
mented by electric hot plates, and there 
is an electric food table which keeps 
prepared foods hot at the correct tem- 
peratures and humidity to retain their 
flavour. Refrigeration and dishwash- 
ing are by electricity. 

There are two types of dining car. 
Each “Congressional” has a_ full 
coach-length dining room seating 68, 
with an all-electric kitchen and _ bar- 


lounge for parlour passengers in a twin 
car. Each “Senator” has an_all- 
electric dining car of conventional 
single-car arrangement, seating 48. 
Rich decor in the dining rooms and 
many refinements in kitchen equipment 
and service mark all the cars. 

The full-length dining room has 18 
tables, seating 68, and waiting lounge 
for four. There is a steward’s bar in 
the centre of the room. Between the 


a 
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The Radarange in coffee shop car 


dining room and the kitchen in the 
adjoining vehicle are sliding doors open- 
ing automatically when treadles on 
either side are stepped on. The kitchen 
has stainless steel equipment for re- 
frigerating, food preparing, cooking and 
dishwashing. It is air-conditioned and 
well insulated to deaden noise. All 
food is cooked electrically. 

Beyond the kitchen, in the same 
vehicle, is a bar-lounge for parlour car 
passengers, with settee, sofas, and 
lounge chairs for 21. Snacks and re- 
freshments are served. 

The dining car on the “ Senator ” is 
of more conventional arrangement, with 
dining room occupying one half, and 
buffet and all-electric kitchen the other. 
Each dining table has an electric lamp; 
carpeting is ruby coloured, wainscoat- 
ing is red and the “tumble-home” 
upper walls and ceilings are off-white. 
End walls are blue, with etched mirrors; 
venetian blinds are blue, and draperies 
at the wide windows red, white and 
blue. Chairs are blue. The buffet, 
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Parlour car, with reclining swivel chairs 
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between dining room and kitchen, has 
grey tile flooring and red walls and 
ceiling, set off by a carved plaque on 
one wall. The kitchen equipment is 
similar to that of the twin-unit cars. 


Observation Cars 


Each train is completed by a stream- 
lined observation car. Those in the 
“ Congressional,” named George Wash- 
ington and Alexander Hamilton, have 
a parlour section seating 18; those in 
the “Senator,” named Martha Wash- 
ington and Benjamin Franklin, seat 14 
in the parlour section and have tele- 
phone rooms similar to those in the 
“ Congressional ” all-room parlour cars. 
The 13-passenger lounge and 12-pas- 
senger observation sections, separated 
by etched-glass partial partitions, are 
the same in all cars. Refreshments are 
served from a buffet, and there are 
tables for games. The air conditioning 
is arranged so that air from the lounge 
is exhausted to the outside. 

The tail sign on the rear is keystone- 
shaped, with the train name in red on 
a white field, and 13 blue stars, repre- 
senting the original States, in a circle. 
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Main compartment of coach, accommodating 60 passengers in reclining seats 


Fouling Point Indicators, London Transport 
New signs for stabling and stopping points 


A NEW type of fouling point indicator 

is being tried out by the London 
Transport Executive. Until now the stan- 
dard method of indicating the point 
nearest to a junction of two stabling 
roads where a train can stand without 
fouling the adjacent road has been by fix- 
ing the letters “FP” to the sleepers of 
the road concerned. The limitations of 
such a method, especially during foggy 
weather, have been apparent for some 


years, and a new type of indicator has 
now been designed. The indicator, con- 
sisting of a triangular section concrete 
post some 2 ft. 6 in. high, has the road 
numbers to which it refers displayed on 
two sides and a top plate with the inscrip- 
tion “ FP ” set at an angle of 45 deg. 
Sixty-four indicators of this type have 
been installed at Neasden Depot; their 
adoption at other depots will depend on 
experience gained with this trial instal- 


lation. Another experiment is being 
carried out at Ruislip Depot, where 
London Transport has installed indica- 
tors to give train drivers visual warning 
in fog of approach to recognised stopping 
points. Each indicator consists of a 
9 ft. by 1 ft. board, painted with diagonal 
black stripes on a yellow background, set 
at an incline in the four-foot way. The 
distance in feet to the stopping point is 
shown at the far end of the indicator. 


(Left) Striped warning board, and (right) concrete post marking limit of shunting or stabling 
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Developments in Railway Catering 


Station cafeterias, and cafeteria 


_cars to work in excursion trains 


The cafeteria at Victoria Station, formerly the tea room 


Two new developments in railway 
catering, reflecting the trend towards 
help-yourself meals at economical 
prices, were shown by the Hotels 
Executive and British Railways at Vic- 
toria Station, London, on May 7. They 
are a Station cafeteria of new design 
likely to supersede to an increasing ex- 
tent the orthodox type of refreshment 
room, and a prototype cafeteria car, 
designed for rapid self-service of re- 


freshments and light meals on trains, 
and expected to be particularly popular 
on party excursions. 

The new Victoria Station cafeteria 
is on the Brighton Section side of the 
station and was formerly the tearoom. 
Seating is provided for 112 people, and 
there will be continuous service of hot 
and cold food, of wide variety. The 
cafeteria, which is not licensed for the 
sale of alcohol, will be open from 7.30 


a.m. to 11 p.m. daily on weekdays and 
on Sundays from 8.30 a.m. to 10 p.m. 

The decoration is in shades of cream, 
dove grey and wine, with semastic tiled 
floor in marbled dark green and 
dove grey, and the chairs are in medium 
oak with wine coloured leatherette seats; 
the tables also are in medium oak. 

Cafeterias already exist at Euston, 
Charing Cross, and Liverpool Street 
Stations, London, and a form of .-afe- 
teria service is provided by the help- 
yourself counters at Waterloo and 
Paddington. Cafeteria services are 
planned at Kings Cross, St. Pancras, 
Holborn Viaduct, Fenchurch Street, 
and London Bridge Stations, and at the 
following provincial stations: Birming- 
ham New Street; Bristol Temple ‘Meads; 
Hull; Ipswich; Liverpool Lime Street; 
Liverpool Exchange; Liverpool Central; 
Manchester Victoria; Manchester Cen- 
tral; Perth; Preston; Rugby; and South- 
port Chapel Street. 


Cafeteria Car 


The prototype cafeteria car is the only 
one so far constructed, although 49 
more are awaiting construction, with the . 
object of providing help-yourself  re- 
freshments on many types of train ser- 
vices where full restaurant car facilities 
are not required but where catering 
facilities will nevertheless meet a public 
demand. All should be in service by the 
end of the year. The prototype is 
expected to go into service at once, 
probably making its first journey from 
Manchester. 

(Continued on page 553) 


Cafeteria car, showing (left) entrance to service counter, and (right) the seating and tables, with counter at the rear 
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RAILWAY NEWS SECTION 


PERSONAL 


BENGAL NAGPUR RAILWAY 
Mr. D. K. Hopkins, Deputy General 
Manager, Bengal Nagpur Railway, India, 
has proceeded on leave preparatory to 
retirement. 


GOVERNMENT APPOINTMENTS 
Fol'owing the resignation, through ill 
health, of Mr. J. S. Maclay as Minister 


Mr. A- T. Lennox-Boyd, P.C., who has 
been appointed Minister of Transport and of 
Civil Aviation, had formerly been Minister 
of State for Colonial Affairs. He was born 
in 1904 and educated at Sherborne and 
Christ.Church, Oxford. He has been Con- 
servative Member of Parliament for Mid- 
Bedfordshire since 1931 and was Parlia- 
mentary Secretary, Ministry of Labour, be- 
tween 1938-39; Parliamentary Secretary, 
Ministry of Home Security, 1939; Parlia- 


Mr. T. B. Welch, Chief Mechanical Engi- 
neer of the Nigerian Railway, who has 
been on leave in Great Britain, returned to 
Nigeria on May 8. 


Mr. A. Forbes Smith, Stores Superin- 
tendent, Eastern and North Eastern 
Regions, who, as recorded in our April 4 
issue, has been appointed Chief Officer 
(Stores), Railway Executive headquarters, 
was educated at Gordon Schools, Huntley. 





Photo) 


of Civil Aviation 


of Transport and of Civil Aviation, Mr. 
Churchill has made a minor reconstruc- 
tion of his Government. The following 
changes have been made:— 


Mr. H. F. C. Crookshank to be Lord 
Privy Seal. 

Mr. I. N. Macleod to be Minister of 
Health. 

Mr. A. T. Lennox-Boyd, Minister of 
State for Colonial Affairs, to be Minister 
of Transport and of Civil Aviation. 

Mr. H. L. d’A. Hopkinson, Secretary 
for Overseas Trade, to be Minister of State 
for Colonial Affairs. 


Lord Salisbury, Lord Privy Seal and Sec- 
retary of State for Commonwealth Rela- 
tions, has resigned the office of Lord Privy 
Seal, and Mr. H. F. C. Crookshank has 
resigned as Minister of Health. Lord 
Salisbury remains Secretary of State for 
Commonwealth Relations and Leader of 
the House of Lords. Mr. Crookshank 
tfemains in the Cabinet and continues as 
Leader of the House of Commons, 


Mr. A. T. Lennox-Boyd 
Appointed Minister of Transport and 


[Bassano 


mentary Secretary, Ministry of Food. 
1939-40; Parliamentary Secretary, Ministry 
of Aircraft Production, 1943-45. He 
served as a Lieutenant in the R.N.V.R. 
from 1940 to 1943, In 1951 Mr. Lennox- 
Boyd became Minister of State for Colonial 
Affairs: 


The Minister of Transport and of Civil 
Aviation, has appointed Mr. O. F. Gingell 
(Transport) and Mr. S. M. A. Banister 
(Civil Aviation) to be his Joint Principal 
Private Secretaries. 


Mr. H. Vernon, Assistant (Signalling), 
Operating Superintendent’s Office, Euston, 
London Midland Region, has been 
appointed Assistant (Signalling) to the 
Operating Superintendent. 


Mr. D. A. Stewart is now acting for 
Messrs. Sandberg, Consulting & Inspecting 
Engineers, as their Consulting Civil Engi- 
neer, with particular reference to concrete 
design and testing. 


Mr. A. Forbes Smith 
Appointed Chief Officer (Stores), 


Railway Executive 


Aberdeenshire. and Aberdeen University. 
He served with the Gordon Highlanders 
in France throughout the 1914 war, and, 
after the armistice, went to Rotterdam to 
take charge of the transit of supplies up 
the Rhine, with the rank of Staff Captain. 
He joined the L.N.E.R. in 1927 in the 
Works Section of the Chief General Mana- 
ger’s Office, and became Head of the 
Road Transport Section in 1929. In 1934 
he was appointed Rates, Statistics’ & 
Parliamentary Assistant and in 1936-37 
toured India as Assistant to the Indian 
Railway Committee. Mr. Forbes Smith 
became Assistant Goods Manager, 
Southern Area, L.N.E.R., in 1939. In 
1940 he was lent to the Ministry of Supply 
and held the post of Deputy Director 
General in charge of transport. On his 
return to the L.N.E.R. he was appointed 
Traffic Stores Superintendent in 1946 and 
after nationalisation, Assistant Stores 
Superintendent, Eastern & North Eastern 
Regions in 1948, becoming Stores Superin- 
tendent in 1951. 








552 





Mr. G. Bishop 


District Traffic Superintendent, Exeter, Southern 
Region, who has retired 


Mr. G. Bishop, District Traffic Superin- 
tendent, Exeter, Southern Region, who has 
retired. joined the staff of the S.E.C.R. in 
1900. He served at various stations and on 
the relief staff, and in 1910 was transferred 
to the Train Running Department, Superin- 
tendent of the Line’s Department. In 1912 
he was transferred to the staff of the Lon- 
don District Traffic Superintendent, becom- 
ing Chief Clerk in 1916. He was promoted 
to be Assistant to the Northern District 
Superintendent in 1917, and, after Group- 
ing, went to Dover as Assistant Eastern 
Divisional Commercial Manager, Southern 
Railway. He returned to London in April, 
1930, to become Assistant London East 
Divisional Superintendent, and in 1936, 
was appointed Assistant for Rates & Fares, 
Commercia! Superintendent’s Office. Mr. 
Bishop was appointed Assistant Divisional 
Superintendent, Southern Division, in Janu- 
ary. 1939, and he became Western Divi- 
sional Superintendent, Exeter Central, in 
1941, a post which was redesignated Dis- 
trict Traffic Superintendent, Exeter, in 
1951 


WESTERN REGION APPOINTMENTS 

The Western Region of British Railways 
has announced the following appoint- 
ments : — 

Mr. S. Stevens, District Engineer, New- 
port, to be District Engineer, London. 

Mr. H. G. Lakeman, District Engineer, 
Cardiff Valleys, to be District Engineer, 
Bristol. 


Mr. F. J. Larard, formerly of the 
Coloni:| Engineering Service, Malaya, has 
been appointed Manager of the London 
Office of Brush Export Limited. Before 
being posted to London, Mr. Larard spent 
one year as an Area Superintendent with 
Brush Export Limited at Loughborough. 


Mr. Leslie Gamage, Vice-Chairman & 
Joint Managing Director of the General 
Electric Co. Ltd, has been elected 
President of the Institute of Export for 
the tenth consecutive year. He has also 
accepted an invitation from the President 
of the Board of Trade to continue as a 
member of the Council of Industrial 
Design on which he has served for seven 
years. 
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Mr. N. L. Collins 


Appointed District Traffic Superintendent, 
Exeter, Southern Region 


Mr. N. L. Collins, A.M.Inst.T., Assistant 
District Traffic Superintendent, Orpington, 
Southern Region, who, as recorded in our 
April 18 issue. has been appointed District 
Traffic Superintendent, Exeter, began his 
railway career with the S.E.C.R. in 1910. 
After training in Kent, he joined the 
Northern District Superintendent’s staff in 
1913 and in 1924 became a member of 
the Divisional Operating Superintendent’s 
staff at Dover, where he was responsible 
for the freight train timetable during 
development of the Kent Coalfield. In 1930, 
when the Divisional offices were re- 
organised, Mr. Collins became a member 
of the London (East) Divisional Superin- 
tendent’s staff at London Bridge, and was 
engaged on timetable work connected with 
development of the South East London 
building programmes. In 1935 he became 
Senior Relief Stationmaster for the London 
(East) Division, and in 1939 took charge 
of the rail communications to and from 
Woolwich Arsenal. Mr. Collins was 
appointed Assistant for Freight Working 
to the London (East) Divisional Superin- 
tendent in 1940 and in 1941 was made 
Assistant to the London (East) Divisional 
Superintendent for Rules & General Sub- 
jects, and Assistant for Commercial 
Purposes in 1942. In 1944 he was posted 
to Southampton as Assistant Divisional 
Superintendent, Southern Division, in con- 
nection with the transport of troops and 
freight train traffic to Southampton Docks 
for D Day and sutseauent overations. At 
the end of the war. Mr. Collins was 
appointed Assistant Southern Divisional 
Superintendent for Commercial Purposes 
and in Julv, 1947, returned to the London 
(Egst) Division, where he became Senior 
Assistant Divisional Superintendent and, 
later, Assistant District Traffic Superinten 
dent, Orpington. For the past year he has 
been Chairman of British Railways, 
Southern Region, Lecture & Debating 
Society, but is relinauishing this post on 
taking up his new appointment. 


The Docks & Inland Waterways Execu- 
tive has made the following appointments 
at Garston Docks: Mr. R. Whatling, to be 
Docks Manager; Mr. J. G. Thomas, to be 
Assistant Docks Manager; Mr. D. J. 
Doughty, to be Docks Engineer. 


Mr. W. S. Torble 


Appointed Works Accountant, Stratford, 
Eastern Region 


Mr. W. S. Torble, Assistant Works 
Accountant, Stratford, Eastern Region, 
who, as recorded in our April 11 issue, 
has been appointed Works Accountant, 
Stratford, joined the Great Eastern Rail- 
way in 1910 on the outdoor staff of the 
Locomotive Accountant, Stratford. He 
was transferred in the following year to 
the indoor clerical staff on the wages sec- 
tion of the office and served with the Royal 
Engineers in Egypt and Palestine during 
the 1914-18 war. After demobilisation in 
November, 1919, he was on the _ book- 
keeping section, and in 1935 became 
Chief Book-keeper to the Locomotive 
Accountant, Stratford. This position he 
held until 1945, and during the Govern- 
ment Centrol period he was mainly re- 
sponsible for the arrears of maintenance 
claims so far as the G.E. Section was con- 
cerned. Mr. Torble was appointed Assis- 
tant Works Accountant, Stratford, in 
August, 1945. 


Lt.-Colonel K. G. Maxwell, Manager of 
the Publicity Department, Metropolitan- 
Vickers Electrical Co. Ltd., has retired 
from executive duties, but will continue to 
be available to the company in an advisory 
capacity. Mr. E. Walker, formerly 
Assistant Manager of the Department, has 
been appointed as Manager. 


ENGINEER & RAILWAY STAFF CoRPS 

The following notification appeared 
recently in The London Gazette under the 
heading of Territorial Army, Royal 
Engineers, Engineer & Railway Staff 
Corps :— 

Major D. E. Cameron, 
resigns his commission, March 9, 
retaining the rank of Major. 


M.1I Mech.E.. 
1952, 


The United Steel Companies Limited has 
announced that, from July 1, at the Steel, 
Peech & Tozer branch of the company, 
there will be two Works Managers respon- 
sible to the General Works Manager. Mr. 
H. R. Brunyee, at present Superintendent. 
Rolling Mills, will be Works Manager. 
Production Departments, and Mr. G. N. F. 
Wingate, at present Superintendent of 
Services, will be Works Manager, Services 
Departments. The Superintendent, Rolling 
Mills, will be Mr. P. Wright, and the 
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Superintendent of Ickles Departments will 


be Mr. C. H. Hayter. Mr. J. Lees has 
been appointed Cold Rolling Mill Manager, 
and Mr. C. S. Wilkinson as Assistant Cold 
Rolling Mill Manager, from May 5. 


The Scottish Region of British Railways 
has announced the appointment of Mr. A. 
Paxton, Goods Agent, Stobcross (Glas- 
gow), as Stationmaster, Glasgow Queen 
Street, in succession to Mr. J. 3 
Donaldson, who is retiring from the rail- 
way service on ‘May 20. 


Mr. W. T. James has retired from the 
Chair of the Public Transport Association, 
which he has occupied since January, 1951. 
Mr. Stanley Dudman has been elected 
Chairman, and Messrs. R. W. Birch and 
E. L. Taylor as the Association’s two Vice- 
Chairmen for the ensuing year. 


Mr. John Creek has been appointed 
General Sales. Manager of Fibreglass 
Limited. He was formerly Assistant 
General Manager of the Leather Industries 
Export Corporation, and was a Director of 
the English Luggage Corporation and of 
the English Glove Corporation. 


Mr. Henry Spurrier, Managing Director 
of Leyland Motors Limited, has been 
elected President of the Society of Motor 
Manufacturers & Traders for the year 
1952-53. He succeeds Mr. G. E. Beharrell, 
Deputy Chairman & Managing Director of 
the Dunlop Rubber Co. Ltd., who now 
hecomes Deputy President. 


We regret to record the death, on May 8. 
of Mr. J. J. Carter, Vice-Chairman of 
Crossley Brothers Limited and Chairman 
of its subsidiary, Crossley Premier Engines 
Limited. Mr. Carter joined the company 
60 years ago, and had occupied the posi- 
tion of Managing Director for 35 years, 
from which office he retired in April of 
last year. 


Mr. G. Yorke, M.Inst.T.. who, as 
recorded in our April 18 issue, has been 
appointed Divisional Superintendent “C,” 
responsible for the District and Piccadilly 
Lines, London Transport Executive, with 
the rank of Principal Executive Assistant, 
joined the London Electric Railways as a 
cadet in 1920 and was appointed Experi- 
mental Assistant in the same year. He 
was promoted Assistant to Divisional 
Traffic Superintendent in 1926, District 
Traffic Superintendent in 1938 and Super- 
intendent (Staff) in 1948. Mr. Yorke was 
commissioned in the Territorial Army in 
1915 and was later appointed Commandant 
of a Divisional Musketry School. After 
service with the B.E.F. in France, he was 
appointed Musketry Staff Officer, Officers’ 
Command Depot. At the time of his 
demobilisation in 1919 he held the acting 
rank of Captain. 


Mr. Roland Christian, Stationmaster, 
Carlisle Citadel, London Midland Region, 
who, as recorded in our April 11 issue, 
has been appointed Stationmaster, St. 
Pancras, joined the railway service in 
1906 as a telegraph messenger at Goole 
Docks and later became a clerk. After 
serving in the Forces from 1917 to 1919, 
he returned to the railway as Stationmaster 
at Copley, and later occupied similar posi- 
tions at Crofton and Maghull stations. In 
1936, Mr. Christian was appointed district 
stock inspector at Low Moor, and he 
became Stationmaster at Sowerby Bridge 
in. 1942 and at Oldham (Mumps) in 1944. 
After a period as Yardmaster & Goods 
Agent at Grimethorpe from 1946 onwards, 
he returned to passenger working as a 
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head office inspector at Euston in 1949. 
Later in the same year he was appointed 
Stationmaster, Blackburn and his appoint- 
ment as Stationmaster, Carlisle Citadel, 
followed in 1950. 


We regret to record the death on May 
13, at the age of 60, of Commander Sir 
Robert Micklem, C.B.E., R.N.(retd.), who 
relinquished his offices of Joint Managing 
Director of Vickers Limited, Chairman of 
Vickers-Armstrongs Limited, and _ his 
directorships of other companies in the 
Vickers group, a few weeks ago. 


Mr. W. H. Reynolds, Head Office Sig- 
nalling Inspector, North Eastern Region, 
York, who as recorded in our May 2 issue, 
has retired, served as a signalman and relicf 
signalman until 1932, when he was 
appointed District Signalling Inspector at 
York. Five years later he became Assistant 
Stationmaster at York, and was transferred 
to headquarters in 1941 as Head Office Sig- 
nalling Inspector. Mr. Reynolds conducted 
signalmen’s mutual improvement classes 
from 1932 until 1941, when he took over 
the train signalling classes for all grades of 
railwaymen, as_ well 
respondence courses on the same subject. 
He has accompanied trains in the Region 
conveying the Queen, the late King, the 
Queen Mother, the Duke of Edinburgh, 
Princess Margaret and the King of Norway. 
In the 1951 new year’s honour list Mr. 
Reynolds was awarded the B.E.M. (Civil 
Division), and he holds a gold medal for 15 
years’ ambulance service. 


PARIS REUNION OF INTER-ALLIED RAILWAY 
CLus.—* La Nuit Européenne de la Loco- 
motive *52’,” the third annual gala and 
ball of the Foyer Interallié des Chemins de 
Fer, Paris, which was referred to in our 
May 9 issue, was held at the Aéro-Club, 
Paris, on April 25. In the accompanying 
illustration are shown: Messieurs André 
Morice, Minister of Transport & Public 
Works (centre); Louis Armand, Director 
General, French National Railways (right); 
and Paul Durand, President of the Club 
(behind M. Armana). 


as supervising cor- 
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Developments in Railway Catering 
(Concluded from page 550) 


The coach is a former L.N.E.R. open 
third saloon and was converted at East- 
leigh Works. Within its normal coach 
dimensions there have been installed a 
complete cafeteria with food and drink 
display racks, an 11-in. service counter, 
and tables with tip-up seats for 48 pas- 
sengers. 


Self-Service Procedure 


The interior is finished in soft glow 
primrose plastic material with alumi- 
nium moulding and maroon inserts; the 
ceiling is off-white. Tables, shelves, and 
counters are also of plastic, and the seats 
are upholstered in maroon leather. The 
floor is covered with rubber tiles of 
maroon colour with white flecks, and 
all corners are coved to facilitate clean- 
ing. The lighting is by ceiling lamps 
and cornice reflected lights; heating and 
ventilation will be under the control of 
passengers. 

The method of self-service is the 
same as in most “ help-yourself ” cafes. 
Passengers pass through a controlled 
enclosure, selecting their choice of food 
and beverage, pay at the exit end, and 
carry their tray to a table in the for- 
ward portion of the compartment. 
It is hoped that they will return the used 
plates and cutlery after their meal, before 
resuming their seats in the train, and 
thus making way for other passengers 
wishing to use the cafeteria. 

A wide selection of cold meat, meat 
pies, sandwiches, pastries and biscuits 
will be available, and coffee, tea, milk, 
fruit squashes and minerals are 
arranged for self-service. The vehicle 
is licensed for the sale of wines, beers, 
spirits, and tobaccos. The charges, ex- 
cept for a few items, are the same as 
those charged in station restaurants and 
buffets. 





Messieurs Morice, Durand, and Armand at the annual gala and ball of the Foyer 
Interallié des Chemins de Fer, Paris (see paragraph above) 
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Canadian Pacific Railway Company 


The annual general meeting of the Cana- 
dian Pacific Railway Company was held 
in Montreal on May 7; Mr. George A. 
Walker, Chairman of the Company, pre- 
sided. Mr. A. W. Mather, the President, 
addressing the meeting, first referred to the 
death of King George VI, and to the acces- 
sion of the Queen. 

In 1881, many viewed with gloom the pros- 

ts of Canada. Today, there was abroad 
a realisation of the remarkable growth that 
had already taken place and a sense of 
great destiny which lay ahead of Canada. 
While there was still need of a larger popu- 
lation, that of Canada, over 14,000,000, 
had trebled in the years since the C.P.R. 
forged the link between its eastern and 
western extremities. Growth in terms of 
the production of goods and services had 
been even more marked. During the past 
12 years, a period in which population in- 
creased by 25 per cent., the physical 
volume of production of goods and ser- 
vices had nearly doubled, 


Growth of Industry 

Since the war development of the most 
abundant asset of Canada—vast and varied 
natural resources—had taken place at an 
unprecedented rate. Some of the present 
projects, notably iron ore in Quebec and 
Labrador, oi] in the Prairie Provinces, and 
the production of minerals in British 
Columbia, were among the largest in its 
history. The rapid growth of Canadian 
industry was indicated by the increase of 
approximately 90 per cent. in employment 
in manufacturing since 1939. These great 
elements of strength would not have been 
possible but for the many who, through 
their faith and by the investment of their 
savings, financed the substantial capital 
expenditures necessary to develop them. 

Such capital expenditures were essential 
in the past, and a stream of new capital was 
imperative to ensure continued growth in 
the future. During the past six years. 
capital expenditures for structures (includ- 
ing housing), machinery ‘and equipment 
totalled more than $19 billion. Expendi- 
tures made during 1951 were the greatest 
on record and equalled in volume more 
than one-fifth of the gross national product 
of Canada. By far the greatest part of 
this investment was financed out of the 
earnings of the Canadian people and 
Canadian corporations. An important 
contribution came from foreign investors. 
reflecting their confidence in the future of 
Canada. 





Railway Capital Requirements 

The role of transport in an expanding 
economy had been well illustrated by 
Canadian railways. The integration of 
Canada as a vigorous nation, the growing 
forestry and mining activities of Quebec 
and Ontario, and the expansion of agricul- 
ture in the prairies, were made possible 
only by the construction of railways, In 
the era which ended in the 1920s, the con- 
struction of new lines proceeded rapidly, 
and subsequent improvements had been to 
provide efficient low cost transport. The 
development of Canada had caught up 
with railway construction. As the produc- 
tive capacity of the nation increased, an 
Icrease in the capacity and efficiency of 
transport facilities was essential. Railways 
provided the cheapest method of mass 








Long-term development and 
improvement programme 


transport on land and, as such, it was 
vital that their facilities should be expanded 
and improved in expectation of the ex- 
pansion of the economy. 

In 1951, traffic volume on the C.P.R. 
amounted to almost $27 billion revenue 
ton-miles, a level exceeded only in two war 
years. Tonnage carried, at over 60,000,000 
tons, made a new record. There was every 
indication that in the future traffic would 
reach much higher levels. Plans to enlarge 
and improve properties to meet this situa- 
tion had been made. Large expenditure 
would be required to replace present equip- 
ment and facilities as they became due for 
renewal. or became inadequate. 

Replacements offered the best prospect 
for keeping down rising costs of operation. 
The long-term programme contemplated 
included examination and reconstruction of 
terminal facilities to expedite the flow of 
traffic; improvement of track standards by 
laying heavier rail; restoration and 
strengthening of embankments to permit 
heavier loads and higher train speeds; 
crossing loop extensions to avoid delays 
in meeting and passing trains; further in- 
stallation of automatic signals and the in- 
troduction of centralised traffic control to 
increase the capacity of congested lines; 
the introduction of new methods of com- 
munication to expedite train movements 
and terminal handling; and the greater use 
of diesel-electric locomotives. 

Conversion to diesel-electric power had 
taken place on certain lines and studies 
were continuing to determine further dis- 
tricts where conversion would be advan- 
tageous. As savings from the use of this 
type of power arose, largely from intensive 
use on lines with dense traffic, it was un- 
likely, because of the many light traffic 
branch lines of the Canadian Pacific Rail- 
way, that it would be desirable to change 
entirely to diesels for some years. 

The capital programme needed was care- 
fully studied in 1949, when it was estimated 
that an expenditure of about $80,000,000 
annually over a period of five years would 
be required. The urgency of those require- 
ments reflected in part the interruptions to 
normal canital work which occurred both 
during the depression of the 1930s and the 
war years of the 1940s. However, accelera- 
tion of the growth in the economy which 
had occurred since the programme was 
drawn up, as well as the increase in the 
level of prices, indicated that even larger 
annual expenditures might be necessary. 
The rate of return on .investment earned 
by the railway in 1951 was at the low level 
of 2:4 per cent. Because railway mass 
transport was such a vital necessity to the 
continued growth of Canada, as proved in 
the war, the railways had to be placed in 
a position to finance their requirements of 
capital on a sound basis. 

The development of oil resources in 
Western Canada was of importance to the 
company. Increases in railway traffic were 
resulting from this activity. The company 
had not directly engaged in the discovery 
or production of oil, the directors having 
considered that the best interests of the 
company would be served by granting 
reservations and leases to those willing to 
undertake exploration and drilling over the 
wide areas involved. 

Last summer, a new passenger and 
motorcar ferry, Princess of Nanaimo, 





was placed in operation on the Vancouver- 
Nanaimo route. An additional vessel to 
handle freight wagons and lorries was 
being considered. Ocean steamship opera- 
tions in 1951 were most satisfactory. The 
outlook for 1952 was for another year of 
substantial traffic volume. More intense 
competition and higher costs of operation 
were to be expected. 

Much of the development of natural re- 
sources taking place was in areas served 
by the domestic routes of Canadian Pacific 
Air Lines. Application had been made for 
an extension of existing Pacific services to 
provide a through route from the Orient to 
South America. 


Wage Negotiations 

Negotiations began in February for new 
contracts with most of the organisations 
representing employees engaged in train 
operations. After conferences with the 
representatives of the locomotive crews on 
the Prairie and Pacific Regions a settlement 
‘was reached providing for an increase of 
11} per cent. in wage rates, as well as a 
rule change favourable to the company. 
The new contract was signed and made 
effective on April 1, the date on which the 
then current contract expired. The new 
contract is to run for eighteen months. Pre- 
liminary discussions were also held with 
other operating groups but there were no 
developments to report. The proposals 
submitted by them for acceptance 
appeared considerably in excess of those 
which might be justified by existing condi- 
tions. 

In the first quarter of this year gross 
railway earnings were up by $9,600,000 
over the same period of 1951, largely re- 
flecting the increase in freight rates. How- 
ever, working expenses, which included the 
costs of the 40-hr. week, increased slightly 
more, being up by $10,600,000. Freight 
traffic volume, in terms of gross ton miles, 
was 13:5 per cent. greater than in the 
first quarter of last year. Grain traffic had 
been substantially above the corresponding 
period of 1951, reflecting last year’s large 
wheat crop, but loadings of many other 
classes of traffic had not been as great as 
in the corresponding period of last year. 

Last year, more than 90.000 employees 
in Canada were on the C.P.R. payrolls. In 
addition, employment was provided for the 
large numbers engaged in the production 
of the goods and services purchased by the 
company. In 1951, total purchases by the 
company exceeded $192,000,000. Of this, 
$50,000,000 was spent on fuel and petro- 
leum products; over $20,000,000 on steel 
products; $8,000,000 on sleepers; $2,800,000 
on electrical material. and $2,300,000 on 
stationery. These were in addition to the 
large amount spent on rolling stock. motive 
power, and other requirements. 


U.S.A. RatLway UNIFICATION CONFERENCE 
SUGGESTED.—An agency message from New 
York states that the Chairman of the 
Chesapeake & Ohio Railway has suggested 
that a conference should be held to con- 
sider the consolidation of the United 
States railways into several great systems. 
He said that if the railways did not con- 
solidate, Government ownership was 
likely to come through their bankruptcy or 
public demand for better service. 
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**North West Express ” 
Service 


British Railways, Eastern Region, an- 
nounce the inauguration on June 14-15 of 
a new daily train, the “North West 
Express’ between the Hook of Holland 
and Fredericia (Denmark), connecting with 
the Harwich-Hook day service. 

At Fredericia, there will be cross-plat- 
form interchange with through services to 
and from Copenhagen, at which latter 
point there will be connections to and from 
Oslo and Stockholm. Through ordinary 
coaches (all classes) and sleeping cars (tri- 
composite) will run between The Hook 
and Fredericia, and a restaurant car be- 
tween The Hook and Oldenzaal, on the 
Dutch-German frontier. It is not possible 
to operate through vehicles between The 
Hook and Copenhagen or beyond in the 
“North West Express” because of the 
limitations of the Nyborg-Korsor Great 
Belt train ferry. 

Eastbound passengers will leave Liver- 
pool Street at 10.5 a.m. and arrive at The 
Hook at 6.40 pm. The “North West 
Express ” departs at 7.30 p.m., and arrives 
at Hamburg Hauptbahnhof at 3.16 a.m., 
and Fredericia at 8.10 a.m. next day; the 
connection is due Copenhagen Central at 
12.40 p.m., Oslo East at 10.50 p.m., and 
Stockholm Central at 11.30 p.m. West- 
bound connections leave Stockholm Cen- 
tral at 7.25 a.m., Oslo East at 7.41 a.m., 
and Copenhagen Central at 5.50 p.m. The 
“North West Express” departs at 10.10 
p.m. from Fredericia and at 3.6 a.m., next 
day, from Hamburg Hauptbahnhof, and is 
due at the Hook of Holland at 10.45 a.m. 
on the second day, with arrival at Liverpool 
Street at 8.34 p.m. 


Traction Equipment for Home 
and Overseas 


During 1951 the Traction Division of 
Crompton Parkinson Limited supplied an 
increased number of motors and equip- 
ments. For the London’ Transport 
Executive alone, 158 traction motors were 
manufactured for tube and surface rolling 
stock, bringing the total supplied to over 
1,200. Work in progress included 25 
4-motor equipments for the new Black- 
pool Corporation tramcars being built by 
Charles Roberts & Co. Ltd., Wakefield. 
Features of the equipments are resilient 
wheels, cardan shaft drive and Vambac 
multi-notch control gear. A_ full-size 
Vambac unit with two-motor bogie was 
installed as a working exhibit at the South 
Bank, Festival of Britain, last year. 

A sample tramway equipment ordered 
by Leeds Corporation is a further develop- 
ment of C.P. design. Air brakes are no 
longer used, while the outside brake drums 
hitherto employed in conjunction with 
resilient wheels are now unnecessary, 
braking being entirely electric. The usual 
Vambac rheostatic braking will be used 
down to 2-3 m.p.h. and the trams will be 
brought to rest and parked by electrically- 
released, internal-expanding drum brakes 
of automatic type mounted on the motors. 
For emergency braking the drum brakes 
together with battery-energised track brakes 
will be used. Both of these being battery- 
operated and manually-controlled, full 
emergency braking is avajlable even 
during failure of line volts. 

Electric traction equipments are being 
supplied for 350-h.p. diesel-electric shunters 
for the Spanish National Railways, and 
another seventeen sets for 955-1,000-b.h.p. 
main-line locomotives with Sulzer engines 
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and mechanical parts by the Birmingham 
Railway Carriage & Wagon Co. Ltd. 
These narrow-gauge locomotives are for 
service on the Commonwealth Railways of 
Australia and in Sierra Leone. For the 
104 cars to be built by the Gloucester 
Railway Carriage & Wagon Co. Ltd., for 
the Toronto subway, C.P. traction motors, 
motor-generators and batteries have been 
ordered by the contractors. 


Tunnel, N.E. Region 


To improve drainage and reduce main- 
tenance and repair costs, two-thirds of 
Brotherton Tunnel, between Burton 
Salmon and Ferrybridge Stations, are being 
removed, and the York to Sheffield line 
between Burton Salmon and Pontefract 
Baghill will be closed until midnight 
Sunday, May 25. During the period from 
May 11, when work began, all passenger 
trains along this line are by-passing the 
tunnel. Stopping trains run via Castle- 
ford, Pontefract Mcnkhill, and Pontefract 


Baghill; some through trains run_ via 
Normanton, and all trains have been 
retimed. 


The land for the purpose of opening- 
out the Brotherton Tunnel was acquired 
in 1924. During the present work, 215 yd. 
of the tunnel (319 yd.) are being de- 
molished by explosives. Spoil and rubble 
are removed by mechanical diggers and 
deposited into the adjoining old wagon- 
way. From the south end it will be re- 
moved by wagons and tipped just beyond 
Brotherton River Bridge. 

The final work involves trimming-back 
the cutting slopes and providing an end 
portal at the south end of the remaining 
portion of the tunnel (104 yd.), as well as 
a footbridge to link up with the existing 
footpath. - 








Catering for Pilgrim Traffic 
on the G.N.R.(I.) 


One of the largest tasks undertaken by 
the Catering Department of the G.N.R.(1.) 
was preparing and serving more than 3,300 
meals to the 1,100 pilgrims travelling on 
three special trains from Belfast to Clare- 
morris and back on Sunday, May 11. The 
occasion was the annual pilgrimage 
organised by the Down & Connor Diocesan 
Committee to Knock Shrine. 

Breakfast consisting of porridge, bacon, 
eggs and sausages with tea, and bread and 
butter; luncheon (soup, roast beef, vege- 
tables, sweet, cheese, and biscuits); and 
tea were served on the outward journey. 
On the return trip cold ham and salad 
were on the high tea menu. With the 
chef were more than 60 of the Catering 
Department staff, including waitresses 
under the supervision of Mr. C. Johnston, 
Manager of the Hotels & Catering Depart- 
ment, and Miss A. M. Halton, Catering 
Supervisor. This large staff, drawn from 
the G.N.RAI.) hotels and refreshment 
departments throughout the system as well 
as restaurant and buffet car crews 
volunteered for the work; most of the 
restaurant car staffs were on their usual 
dining car duties late on the Saturday night 
and early on the Monday morning. Many 
joined in the pilgrimage themselves. 

Each of the three pilgrim trains in- 
cluded two dining cars and seven corridor 
coaches all with tables; the meals were 
served in relays during the journey. The 
trains left Belfast at 5, 5.40 and 6.20 a.m. 
on May 11 and took 74 hr. to reach Clare- 
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morris via Cavan. C.1.E. buses conveyed 
the pilgrims on the final seven miles from 
Claremorris to Knock. The return trains 
left at 6, 6.40 and 7.20 p.m. reaching 
Belfast at 1.40, 2.20 and 3 a.m. the next 
day. 





Parliamentary Notes 


White Paper on Transport 

After publication on May 8 of the 
White Paper setting forth the Government 
transport policy, Mr. Herbert Morrison 
(Lewisham South—Lab.) asked whether jit 
was proposed to have a debate, “if only 
to make it known that the policy could 
not lasi, and that investors in the de- 
nationalised undertakings should know 
what the situation was.” 

Mr. Harry Crookshank revlied that it 
was intended to have a debate after there 
had been time to study the White Paper. 


Fares Standstill Order 

In response to the demand by Mr. James 
Callaghan (Cardiff S.E.—Lab.) for details 
of the consultations between the Minister 
of Transport and the B.T.C., before the 
issue of the recent fares standstill order, 
the Minister of Transport, Mr. A. T. 
Lennox-Boyd said that on April {0, the 
Chairman of the Commission, Lord 
Hurcomb, who was then out of London for 
Easter, was asked by his predecessor (Mr. 
J. S. Maclay) to meet him and the Secretary 
of State (Lord Leathers) on the morning 
of April 15. 

As the conversation was by long-distance 
telephone, the exact purpose of the meeting 
was not discussed, but he had no doubt 
that the Chairman knew that, among other 
issues. the fares problem would be dis- 
cussed. Lord Hurcomb said the Commis- 
sion would also be available that day. 


Meeting with Lord Hurcomb 

A meeting took place between the two 
Ministers and Lord Hurcomb on the morn- 
ing of April 15 at the office of the Secre- 
tary of State. The Chairman was told 
that the Government had had under con- 
sideration the question of fare increases 
outside London and that the Minister pro- 
posed to issue a direction under Section 
4 of the Transport Act, 1947, to suspend 
them. Lord Harcomb was invited to con- 
sider this, consult his colleagues on the 
Commission, and.return with them later 
that day to meet the two Ministers. At this 
point he said he did not think it would be 
necessary for them to come. 

Lord Hurcomb spoke to the Secretary of 
State on the telephone in the afternoon 
saying that he had met his colleagues and 
had discussd the matter with them. While 
the Commission did not welcome the 
course provosed, they did not consider it 
necessary to meet the Secretary of State 
and the Minister. 


“ Ultimatum ” to B.T.C. 

Mr. Callaghan suggested that the consul- 
tation with the B.T.C. was much more like 
an ultimatum than the particular form of 
consultation that was supposed to be laid 
down in the Transport Act. 

Mr. Lennox-Boyd said that the Act in 
no way suggested that the concurrence of 
the B.T.C. must be obtained. The Govern- 
ment decided what they thought was best 
and consulted, in the strict sense of the 
term, the Commission, whose concurrence 
was not obtained, but was not necessary. 

Mr. Callaghan then asked why, as_ the 
Minister had a period between April 15 
and May 1 before the increases were due 
to come into force, he gave Lord Hur- 
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comb only a few hours’ notice in which to 
consult his colleagues. The question of 
consultation was specifically written into 
the Act to prevent this sort of thing hap- 

ing. 
ay Lennox-Boyd answered that it 
seemed to the Government that public 
anxiety should be allayed-at the earliest 
opportunity. The Easter holiday inter- 
vened. It was best to meet as soon as 
possible after that, and the meeting was 
held on April 15. 








Questions in Parliament 


B.C. and Transport Policy 

Mr. E. A. Shackleton (Preston South— 
Lab.) on May 12 asked the Minister of 
Transport what consultation he had with 
the B.T.C. before publication of the White 
Paper On transport. " 

Mr. A. T, Lennox-Boyd wrote: The 
B.T.C. was appointed to carry out the duties 
assigned to it by the Transport Act, and it 
is not part of its statutory functions to 
advise the Government on future transport 
policy. The Chairman and Deputy Chair- 
man of the Commission were informed in 
confidence of Government intentions before 
publication of the White Paper, and the 
Commission and its Executives will be asked 
to advise on practical issues arising out of 
the policy in which they are concerned. 


Closing of Branch Lines 


Mr. P. A. D. Baker (South Norfolk—C.) 
on May 12 asked the Minister of Transport 
if he would make a statement as to the 
general directions he would issue to stop 
closing down all local railways until he had 
brought the transport authority under the 
control of Parliament by a new Transport 
Bill. 

Mr. A. T. Lennox-Boyd wrote: I have 
no direction of this character in mind. 


Staff & Labour Matters 


Call to Curb Demands for Wages Increases 


The Government has decided to make 
a fresh appeal to the trade unions to 
exercise moderation in wages. This 
follows demands for pay increases esti- 
mated to cost £500 million a year and 
involving 6,000,000 workers. 

The Chancellor of the Exchequer has 
decided .to attend the next meeting of the 
National Joint. Advisory Council to warn 
of the serious danger of inflation arising 
from these wage demands. The Council. 
which represents the British Employers’ 
Confederation and the T.U.C., is presided 
over by the Minister of Labour & National 
Service, and its purpose is to advise the 
Government on labour matters. Repre- 
sentatives of the nationalised industries are 
on the Council, 





Unions Object to Transport Plan 

At a special meeting in London on May 
9, the Executive Committee of the N.U.R. 
considered the Government White Paper 
on transport. It was announced that the 
Committee repudiated the purposes which 
clearly lay behind the policy. The union 
called on the Labour Party National 
Executive to announce that when returned 
to power a Labour Government would 
“compulsorily acquire all State property 
handed over to private individuals or com- 
panies under this proposed legislation, 
Without compensation of any description.” 

The executive committee of the 
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A.S.L.E. & F. also passed a resolution 
stating that denationalisation of road 
haulage would be inimical to the best 
interests of the nation and the community. 
The General Secretary of the Society has 
stated, “ we resolye to- take every practic- 
able step to safeguard the interests of our 
members.” 

In a statement on behalf of the Executive 
Council of the Transport & General 
Workers’ Union, the General Secretary 
states that the union is completely opposed 
to the proposals in the White Paper. The 
members of the Council regard the pro- 
posal to denationalise road haulage as 
calculated to destroy the possibility of 
developing a properly co-ordinated and 
integrated transport system. Passenger 
workers are equally opposed to the deci- 


sion to prevent the British Transport 
Commission from developing — regional 
schemes. 


Railwaymen’s Wage Claim 

At the joint meeting held on May 9 
between leaders of the N.U.R., A.S.L.E. 
& F., and T.S.S.A., a decision was taken to 
lodge a fresh wage claim with the Execu- 
tives concerned under the British Trans- 
port Commission for a 10 per cent. increase 
in rates of pay. It was also agreed to ask 
for payment of  time-and-a-half for 
Saturday afternoon work. 

The application is being made because 
of “the rise in the cost of living and the 
inadequacy of present rates,” The last pay 
increase for railwaymen operated from 
September 3, 1951, and amounted to 8 per 
cent. In addition certain flat rate payments 
were granted to staff booking on for duty 
between 2 p.m. and 8 p.m. on Saturday 
afternoons. 


Engineers’ Wage Claim 

A claim for a substantial increase in pay 
has been lodged with the Engineering & 
Allied Employers’ National Federation by 
the Confederation of Shipbuilding & 
Engineering Unions. This step followed 
demands from many of the unions affiliated 
to the C.S.E.U., and the decision to 
make the claim so soon after the last wage 
increase for engineers, which was last 
November, was taken at a special confer- 
ence of the executive council of the 
Confederation on April 18. A delegate 
conference of the Amalgamated Engineer- 
ing Union at the annual meeting in Black- 
pool decided on May 7 to ask the C.S.E.U. 
to claim a wage increase of £2 a week for 
all engineers and to demand consolidation 
of the pieceworkers’ rate and bonus with 
all earnings based on the consolidated rate. 
The Executive of the A.E.U. is also to 
examine the advisability of seeking later a 
sliding wage scale based on the cost-of- 
living index. 

The A.E.U. is able to dictate policy 
within the Confederation as it is the largest 
of the 39 unions affiliated to the C.S.E.U. 
and its 52 delegates attending the confer- 
ence represented over 800,000 workers. The 
resolution demands that in the event of 
failure to secure a satisfactory settlement 
within one month of the date of presenta- 
tion of the claim, the A.E.U. National 
Committee shall be recalled immediately. 
Present minimum time rates are 129s. a 
week for skilled workers and 1ils. for un- 
skilled. 

On women’s wage rates the National 
Committee of the A.E.U. passed a resolu- 
tion demanding an application on behalf 
of women engineers for a minimum rate 
not less than the adult male labourer’s 
rate, and also that piecework earnings 
should be based on one-third of the time 
worker’s consolidated rate. Despite opposi- 
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tion from the executive council, the Com- 
mittee decided to ask the Confederation to 
deal with all future national negotiations 
on women’s rates. The council’s objection 
to this suggestion was that it would be un- 
wise to give the responsibility to a body on 
which only five of the unions had women 
members. 

The A.E.U. conference also decided that 
a claim for an increase of £1 a week should 
be made for apprentices employed in the 
industry, at the same time as the claim for 
adult workers was lodged. It was further 
agreed that an application for a new wage 
structure should be made, and that failing 
settlement within three months the matter 
should be reported to the Ministry of 
Labour for reference to a Court of 
Inquiry. 








Contracts & Tenders 


The Egyptian State Railways have placed 
a contract with Baume & Marpent S.A., 
Marpent, France, for 20 75-ton bogie flat 
wagons. 


A recent Reuter’s report from Hong 
Kong states that Japan has arranged to 
supply India, Pakistan and Thailand with 
rolling stock and other railway equipment 
valued at over three million United States 
dollars. It is stated that contracts have 
been placed by the Pakistan Government 
for 25 steam locomotives, 45 coaches, and 
ten diesel railcars, and by the Thailand 
Railways for 70 third class coaches. The 
Indian Government was negotiating for 
the purchase of 24 electric train sets to 
Operate in the vicinity of Madras. 


Brown, Lenox & Co. Ltd. has recently 
supplied ram’s horn hooks to Stothert & 
Pitt Limited for four overhead electric 
travelling cranes, each suitable for a 75-ton 
working load and having a span of 71 ft., 
now under construction. These four cranes 
are One item of an installation of 27 over- 
head travelling cranes of various capacities 
which have been ordered for the work- 
shops of the South African Railways & 
Harbours Administration. 


The Director General, India Store 
Department, is inviting tenders for the 
supply of train lighting belting. Further 
details are given under Official Notices on 
page 559. 


The Board of Trade Special Register 
Information Service states that the Govern- 
ment of Pakistan has issued a call for 
tenders for 126 broad gauge and 86 metre 
gauge, all-steel lightweight semi-tubular 
carriages. 

Tenders should reach the Office of the 
Director General, Railways, Railway 
Division, Ministry of (Communications, 
Government of Pakistan, Karachi, by 12 
noon on June 27. A copy of the tender 
documents is available for inspection by 
representatives of United Kingdom manu- 
facturers at the Board of Trade Com- 
mercial Relations & Exports Department. 
Further copies of the tender documents, 
including specifications and contract draw- 
ings, can be obtained from the Office of 
the Director General, Railways, Karachi, 
on payment of Rs. 100 a set. 


The closing date of the call for tenders 
(No. 857) issued by the Rio Grande do Sul 
State Railway, Brazil, for various railway 
equipment is reported to have been ex- 
tended from April 17 to June 2 in a recent 
statement from the Board of Trade Special 
Register Information Service. Reference 
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to the tender previously was made in our 
November 9, 1951, and February 15 issues. 


The Egyptian State Railways have issued 
a call for tenders for 20 4-6-2 express steam 
locomotives, or ten diesel express locomo- 
tives, according to a recent Board of 
Trade Special Register Information Service 
report. Copies of the tender documents 
are obtainable from the Chief Egyptian 
Inspecting Engineer’s Office, London, 
S.W.1. The latest date for the reception of 
tenders is 11.30 a.m. on August 9. 


The Acting British Consul General at 
Lourenco Marques has notified the Board 
of Trade, Commercial Relations & Exports 
Department, that the Ports, Railways & 
Transport Department has issued a call 
for tenders (No. 61/52) for six third class 
carriages. Tenders should reach the 
Directorate of Ports, Railways & Transport 
Services, Loureng¢o Marques, before 3 p.m. 
on June 4. Tender documents are avail- 
able for inspection in Lourengo Marques, 
at the Directorate’s General Stores, and in 
Lisbon, at the Public Works, Ports & 
Highways Department of the Directorate 
General of Overseas Development and at 
the Agency General for the Overseas 
Territories. 








Notes and News 


Crown Agents for the Colonies.—Applica- 
tions are invited for the post of technical 
instructor, under 40 years of age, required 
by the Nigerian Government Railway for 
one tour of 18 to 24 months in the first 
instance. See Official Notices on page 559. 


Assistant Required in North-West Mid- 
lands.—An assistant, between 25 and 35 
years of age, is required by manufacturer 
in North-West Midlands Area for develop- 
ment and sale of railway track com- 
ponents. See Official Notices on page 559. 


Accident on Sydney Suburban System.— 
Five persons were killed and at least 100 
injured on May 7 when a train ran into 
the rear of a stationary train in fog at 
Berala, on the Sydney (N.S.W.) electrified 
lines. Both trains were crowded with early 
morning workers. 


Forthcoming Jerusalem International Ex- 
hibition—An_ international “Conquest of 
the Desert” exhibition will be held 
next Spring in the Convention Centre now 
approaching completion in Jerusalem. 
Sponsored by Unesco and the Government 
of Israel, the exhibition is intended to 
attract the participation of British under- 
takings anxious to develop markets in the 
Middle East. 





Dismantling Structures at the Festival of 
Britain Site—George Cohen Sons & Co. 
Ltd. held a press reception on May 13 at 
the South Bank site of the Festival of 
Britain, when visitors were able to observe 
the progress which the firm is making with 
the dismantling of the Skylon, the Dome of 
Discovery, and other structures, including 
buildings, pavilions, bridges, and cafés. 
The Skylon, expected to disappear within 
the next two weeks, will yield 23 tons of 
steel and five tons of aluminium alloy. 
From the Dome of Discovery, already 
open to the sky and due to be dismantled 
completely by mid-September, more than 
20,000 aluminium alloy sheets have been 
removed. Units of the transport fleet of 
more than 200 lorries of the 600 Group, 
of which George Cohen Sons & Co. Ltd. is 
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the parent company, are removing material. 
Jones “KL” Mobile Cranes made by 
K & L Steelfounders & Engineers Limited, 
one of the companies of the 600 Group. 
carry Out most of the heavy work and the 
high lifts. 


Chief Boiler Inspector Required.-—Appli- 
cations are invited for the post of chief 
boiler inspector required by British railway 
company Operating in Chile and Bolivia. 
See Official Notices on page 559. 


Electric Service Posters on Central Rail- 
way, India.—Posters suggesting precautions 
to be observed by passengers in the new 
lightweight electric multiple-unit stock for 
the Central Railway (formerly G.I.P.R.), 
India, are being displayed at the stations 
served. One of them is reproduced, and 
it will be seen that the warnings are asso- 
ciated with a rate of acceleration and con- 


| NEW ELECTRIC COACHES 
FOR SUBURBAN SERVICE 


Fe PUBLIC ARE vencey WARNE, y 
TWAT TO ENTER OR ALIGHT FROM 
TRE WEW ELECTRIC TRAIN 18 MOTION 
18 VERY DANGEROUS .TO LIFE, ON 

} ACCOUNT OF ITS HIGH ACCELERATION 
F RESIDES THE NEW COACHES HAVE WOT 
SHEN PROWIOTD WITH FOOT - BOARDS 

OR WANDUES WEAR THE ENTRawerS 


DON Taricner vo saan on | 
ALIGHT FROM MOVING TRAINS 


DOWN T stand mean THE DOORS 


DON Four vowr sums on Lecs 
OUT OF THE WinDOWS 





Poster giving hints for passengers on the 
new Central Railway (India) electric 
multiple-unit trains 


structional details unfamiliar to many 
travellers. The rolling stock was described 
and illustrated in our April 27, May 11 and 
25, and June 8, 1951, issues. Electrical 
equipment for the Central Railway trains 
was supplied by the English Electric Co. 
Ltd. The motor coaches of the 16 four- 
coach units were built by the Metropolitan- 
Cammell Carriage & Wagon Co. Ltd., and 
the trailers by the Birmingham Railway 
Carriage & Wagon Co. Ltd. 


British Railways Ambulance Competition 
Finals.—Several Regions of British Rail- 
ways have held finals of their ambulance 
competitions in recent weeks. In_ the 
L.M.R. Ambulance Championships, 
Camden “A” team was first, with Derby 
“B” shop as runners-up. The same 
Region’s Women’s Ambulance Competition 
was won by the Horwich Accounts team 
with a lead of only two points over Man- 
chester. On the Eastern Region the 
Men’s Final Ambulance Competition re- 
sulted in a win for Kings Cross Motive 
Power Depot with 500 points out of 600, 
with Colwick second with 452 points. In 
the North Eastern Region, York Carriage 
& Wagon No. 1 team were first and Dews- 
bury second, with 401 and 395 points re- 
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spectively. The Scottish Region's com. 
petition was won by Eglinton Street 
(Glasgow), whose aggregate of 256 Points 


gave them a lead of _ three 
Dunfermline. ~~ 
Railway Students’ Association, — The 


annual general meeting of the Raj 

Students’ Association will be held myo 
London School of Economics & Political 
Science, Houghton Street, W.C.2, at 6 p.m 
on May 28. my 


Jugoslay Railways Preferential £x 

Tariff.—Since May 1 the Jugoslay Rail 
ways have been enforcing a preferential 
tariff for exports. The reduction for ex. 
port goods being conveyed to Jugoslay 
land frontiers amounts on the average to 
25 percent. and particularly favours timber 
and farm products. The new rates do not 
apply to inland import or transit traffic. 


Permanent Way Institution Joint Meeting 
in Dublin.—A joint meeting of the Irish 
Notts & Derby, Manchester & Liverpool, 
and the North Wales Sections of the 
Permanent Way Institution was held in 
Dublin on May 3. Mr. A. M. Plumer was 
the chairman. Two films entitled * Maip- 
tenance of Track,” and “ Plain Road and 
Crossing Work,” lent by the Railway 
Executive, were shown, and were followed 
by a general discussion. After tea the 
visitors made a bus tour through County 
Dublin and County Wicklow. 


Tourist Traffic from Republic of Ireland to 
Northern Ireland.—An._ intensification of 
Northern Ireland Tourist publicity in the 
Republic of Ireland was announced by Mr. 
J. Nelson McMillen, Chairman, Northern 
Ireland Tourist Board, at a luncheon in 
the Royal Hibernian Hotel, Dublin, on 
May 8. The luncheon was given by the 
Northern Ireland Tourist Board, Mr. 
McMillen said, to enable him and other 
Board members to meet and _ thank 
representatives of the tourist, travel and 
transport organisations in the Republic 
who had been assisting the Northern 
Ireland Board in its efforts to develop both 
internal and overseas tourist business. 


Those present included:— 


Messrs. J. Nelson McMillen, Chairman, 
Northern Ireland Tourist Board ; R. J. Friz- 
zell, General Manager, Northern Ireland 
Tourist Board; J. A. Nugent, Chairman, 
Republic of Ireland Tourist Board ; Kevin 
O’Doherty, General Manager, Republic of 
Ireland Tourist Board ; D. F. Collins, Presi- 
dent, Irish Tourist Association ; J. P. O’Brien, 
Chairman, Tourist Publicity Board; J. F. 
McCormick, Managerial Executive Officer, 
G.N.R. (I.);  T. J. Carton, District Traffic 
Manager, G.N.R. (I.) ; A. M. Beaton, Adver- 
tising & Publicity Superintendent, G.N.R. (I); 
D. Stewart, Traffic Manager, Coras Iompair 
Eireann ; J. J. O’Dwyer, Commercial Super- 
intendent, Coras Iompair Eireann; R. McEl- 
heron, Assistant Public Relations Officer, 
Coras Iompair Eireann. 


British Wood Preserving Association.— 
The 1952 annual convention of the British 
Wood Preserving Association will be held 
at Queens’ College, Cambridge, between 
June 23-25. Among the papers which will 
be presented during the convention are: 
“The Layout of a Pressure Plant,” by Mr. 
W. Rothwell, London Midland Region, 
British Railways, and ‘“ Problems of Rail 
Sleeper Preservation in Australia,” by Mr. 
N. Tamblyn, Division of Forest Products, 
Australia. Those attending the convention 
will assemble on the evening of June 2 
and the whole of Tuesday will be devoted 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vacancies Order, 1952. 


— 


THE DIRECTOR GENERAL, India Store Depart- 
ment, 32/44, Edgware Road, London, W.2., 
invites tenders for the supply of:—2} in., 3 in., 
4 in. and 5 in. wide Train Lighting Belting totai 
feetage approximately 203,000. Forms of tender 
which are returnable by Friday, June 6, 1952, may 
be obtained at the above address on payment of a 
fee of 10s., which is not returnable. Reference 
HN. 4066/51 should be quoted in all applications. 








ASSISTANT Required by Manufacturer in North 
West Midlands Area for Development and Sale 
of Railway Track Components. Engineering and 
commercial experience necessary, knowledge of 
languages valuable. Age preferably 25 to 35. Quali- 
fications at least equivalent to A.M.I.Mech.E.— 
Box 482. The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 


T CHNICAL SALES ENGINEER to _ exploit 
market for Speed Indication and Recording of 
Steam, Diesel and Electric Locomotives; also for 
Industrial plants. Previous experience and live 
connection with Railway Engineers essentia]. Pro- 
gressive post. Write stating previous experience and 
salary required to—Box R.G. 196 at 191, Gresham 
House, E.C.2. 





North Eastern Railway, 1898-1922. 
.B.E., Assistant General I and 
L.N.E.R. Companies, 1922-1943. Full cloth. Cr. 
8vo. 87 pages. 10s. 6d.—The Railway Gazette, 
33, Tothill Street, London, S.W.1. 


just PUBLISHED.—Twenty-Five Years of _ the 
Cc. 
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OFFICIAL NOTICES 


CROWN AGENTS FOR THE COLONIES 


‘TECHNICAL INSTRUCTOR required by the 

Nigeria Government Railway for one tour of 
18 to 24 months in the first instance. Salary, in- 
cluding Expatriation pay and temporary increase, 
£1,257 a year. Outfit allowance £60. Liberal leave 
on full salary. Gratuity of £150 a year payable on 
satisfactory completion of final service. Free pas- 
sages for the officer and his wife and assistance 
towards cost of children’s passages or their main- 
tenance in this country. Candidates, under 40 years 
of age, must have served an apprenticeship as a 
Fitter and Turner with British Railways or a firm of 
Locomotive Builders and have had at least 3 years’ 
subsequent experience including experience in a Loco- 
motive Drawing Office and in up-to-date workshop 
practice." They should hold a National Certificate 
Or equivalent qualification covering Mathematics, 
Heat Engines, Machine Drawing and Mechanics and 
have had some teaching experience. Apply at once 
by letter, stating age, full names in block letters 
and full particulars of qualifications and experience 
and mentioning this paper to the CROWN AGENTS FOR 
THE COLONIES, 4, Millbank, London, S.W.1, quoting 
on letter M.25636.A. e Crown Agents cannot 
undertake to acknowledge all applications and will 
communicate only with applicants selected for fur- 
ther consideration. 





W ANTED—6-wheel 18-in. Standard Gauge Austerity 

Steam Locomotive. Please furnish full details 
to—Box 492, The Railway Gazette, 33. Tothill 
Street, London S.W.1 





THE GAS-TURBINE LOCOMOTIVE. A techni- 
cal description of the gas-turbine recently con- 
Structed by the Metropolitan-Vickers Electrical Co. 
Ltd. for the Western Region, British Railways. 
Subjects dealt with include body construction, bogies, 
traction motors, prime mover, generators and 
auxiliary equipment. A folding plate drawing of 
the locomotive is included together with illustrations 
and diagrams. Reprinted from The Railway Gazette, 
February 1, 1952. Price 5s. Post free 5s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 








Saeeae LOCOMOTIVE. 
riven 2 gears. Engine Waukesha Motor Co., 
U.S.A. 13 ft. 10 in. x 9 ft. O in. x 7 fe. in. 
approximate weight 8 tons, standard gauge track. Can 

seen Burton/Trent.—Box 487, The Railway 
Gazette, 33, Tothill Street, London, S.W.1. i 


4-cylinder petrol 





CHIEF BOILER INSPECTOR required by British 
_Railway Company operating in Chile and 
Bolivia. Only candidates with Railway training and 
experience should write to—BOx 5837 c/o CHARLES 
BaRKER & SONS, Ltp., 31, Budge Row, E.C.4. 





JUNIOR TRAFFIC OFFICIAL with Railway 
Traffic apprenticeship experience required for the 
Southern Railway of Peru, age 20/25 years, single, 
knowledge of Spanish would be an advantage. Apply 
to the SECRETARY OF THE PERUVIAN CORPORATION 
LIMITED, 144, Leadenhall Street, London, E.C.3. 





LOCOMOTIVE, CARRIAGE and WAGON 

SENIOR DRAUGHTSMAN 30/35 years of age. 
Qualifications: Must have served a full general 
apprenticeship in an Engineering workshop (prefer- 
ably Railway) and have had at least five years’ 
drawing office experience with some time in an 
executive capacity. A knowledge of Spanish an 
advantage. Future prospects. Apply to the Secre- 
tary, PERUVIAN CORPORATION LIMITED, 144, Leaden- 
hall Street, London, E.C.3. 





RAILWAY MAINTENANCE PROBLEMS. By 

H. A. Hull (late District Engineer, L.M.S.R.). 
Valuable information. With much sound advice 
upon the upkeep of permanent way. “Cloth. 84 in. 
by 5} in. 82 pp. Diagrams. 5s. By post 5s. 3d. 
i _— Gazette, 33, Tothill Street, London, 





BOUND VOLUMES.—We can arrange for readers’ 

copies to be~ bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 








to discussion periods on the papers, as will 
the morning of June 25. In addition to 
the speakers and delegates from member 
firms who are attending, there will be dele- 
gates from many Government depart- 
ments, the nationalised industries, the 
Department of Scientific & Industrial 
Research, the Forestry Commission, and 
from countries overseas. On the evening 
of June 24 there will an official reception 
and dinner. 





B.R. Coal, Iron and Steel Carryings. 
British Railways have again increased their 
forwarding of iron and steel from the prin- 
cipal steelworks. During the week ended 
May 3, 210,083 tons were conveyed com- 
pared with the heavy total of 209,141 tons 
in the previous week. Rail carryings of 
deep-mined and opencast coal during the 
48 hr. ended 6 a.m. on May 12 amounted 
to 283,830 tons, bringing the total for the 
week up to 2,962,490 tons. 


Timber as Substitute for Steel—The Chair- 
man of the Timber Development Associa- 
tion. Mr. G. B. Crow, welcoming the 
guests at the Association cocktail party at 
the Dorchester Hotel, London, on May 13. 
stated that a Government committee had 
been set up to investigate the possibility of 
overcoming the steel shortage by a wider 
use of timber, The Association estimated that 
it would be possible to save about 460,000 
tons of steel by substituting about 200,000 
standards of timber, largely softwood, an 
amount which would make little impact on 
available supplies. Most of this could be 
saved by using wood in shed-type build- 
ings, but there was scope for substitution 
on the railways. 





London Passenger Fares.—On May 13 the 
London County Ccuncil decided unani- 
mously to ask the Minister of Transport to 
receive a deputation urging action “to 
remedy the anomalous position whereby 
the recent passenger charges scheme is in 
operation in London but suspended out- 
side so far as fare increases are concerned 
(apart from monthly return fares), and to 





review the basis on which the present 
scheme was made with the object of re- 
moving its present patent iniquity to Lon- 
don.” Also on May 13, Lord Leathers, 
Minister for Co-ordination of Transport, 
Fuel & Power, told questioners in the 
House of Lords that it was the intention of 
the Government, so far as was practicable, 
that the same principle would be applied 
in the London area as in the rest of the 
country. He was losing no time in pressing 
to get these matters adjusted. 


Closing of London Midland Region 
Stations.—Melling Station (between Wen- 
nington and Arkholme) was closed on 
May 5 for passenger, parcels and passenger 
train merchandise traffic. Bardon Hill 
Station (between Leicester and Burton-on- 
Trent) was closed on May 12, and 
Ormside Station (between Kirkby Stephen 
and Appleby) will close on June 2, both 


for passengers, parcels, passenger train 
merchandise, and freight traffic. 
Move to Settle Dispute Between U.S. 


Railways and Unions.—Negotiations to 
settle a two-year dispute between the U.S.A. 
railways and three large unions are in 
progress. The unions are those repre- 
senting locomotive and train crews, and 
engineers, conductors and have a total 
membership of about 150,000. The dis- 
pute began more than two years ago over 
wages and working rules and led to 
Government seizure of all American Class 
I railways in August, 1950, to prevent a 
threatened strike. 





B.T.C. Police First Aid Competition.—The 
South Western Area eliminating compe- 
tition was held recently at Old Oak Com- 
mon. Exeter was first with 310 marks; 
Cardiff second with 2744; Plymouth third 
with 253; and Bristol fourth with 2494. 
Colonel E. J. Selbv. of London, and Doc- 
tor C. T. Newnham, Western Region 
Medical Officer, were the adjudicators. Mr. 
W. W. Wood, Chief of Police, South 
Western Area, presided at the presentation 
of prizes; with him were the adjudicators, 


and Mr. P. Anstey. Regional Ambulance 


Secretary, and Mr. J. A. Martin, 
assistant Regional Ambulance Secretary. 
The Exeter team will represent 


the South Western Area in the National 
Competiticn organised by the St. John 
Ambulance Association, to be held in the 
Central Hall, Westminster, on May 16. 


European Rolling Stock Pool.—The Inter- 
national Union of Railways discussed at 
a special delegate meeting in Paris setting 
up a European pool of wagons and 
coaches, which would be an extension of 
the existing Franco-German wagon pool. 


Closing of Naworth Station, N.E. Region. 
—tThe passenger train service at Naworth, 
North .Eastern Region, was withdrawn on 
May 5, and the station closed. Parcels 
traffic is now dealt with at Brampton 
Junction. A bus service operated by 
United Automobile Services runs at hourly 
intervals from a stop 4-mile from the 
station. 


Station Painting Programme. — Nearly 
£1,000,000 will be spent this year on clean- 
ing and painting 800 British Railways 
stations and depots. This is about 50 per 
cent. more than was spent last year when 
painting many important stations had to be 
held over. Among the stations to be painted 
are: Birmingham New Street; Fishguard 
Harbour; Gloucester Central; Liverpool 
Street; Newcastle Central; and Perth Gene- 
ral. The depots to be cleaned and painted 
include: Brighton Carriage Shed; Darling- 
ton North Road Locomotive Works; and 
Kings Cross Goods. Since nationalisation, 
over £3,000.000 has been spent in redeco- 
rating 2,800 stations and depots; by the end 
of 1952 about half the number of passen- 
ger stations will have been repainted. 


International Railways of Central America. 
—The report for the year ended December 


31, 1951, of the International Railways of 
Central America shows that total revenue 
for the year was $13,126,431 with operating 
expenses $12,053,217, leaving a revenue 
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from railway operations of $1,073,214 and 
net income for the year, after taxes, fixed 
charges, and so on, of $321,277. Adverse 
factors affecting results included strikes 
and storm damage to banana plantations in 
Guatemala, and the increased price of fuel 
oil. The cash position of the company, 
the report states, was critical at the end of 
1951. While cash may improve because 
of coffee shipments early in 1952, poor 
banana shipments make it almost certain 
this gain cannot be maintained. 


Railway Benevolent _Institution—The 
annual meeting of members of the Railway 
Benevolent Institution will be held at 
Euston Station (Room 131) on Thursday, 
June 26, at 4 p.m., to receive the report of 
the board of management and to transact 
the ordinary business of the Institution. 


Scottish Region Firefighting Contests.—In 
the finals of the Scottish Region Fire 
Brigade Competitions, held in Glasgow on 
May 7, Edinburgh Haymarket Motive 
Power Depot won the three men hydrant 
drill competition (1 min. 50 secs.) and 
Edinburgh Waverley C. & W. (2 mins. 
2 secs.) the trailer pump contest. The 
teams have taken first place in the respec- 
tive competitions for the second year in 
succession. 


Transport in the Western Highlands.—A 
new contract, to run until December 31, 
1961, has been made between the Govern- 
ment and David MacBrayne Limited, for 
the maintenance of certain services and the 
carriage of mails in the Western Highlands 
and Islands. The financial arrangements 
are on similar lines to those of the former 
agreement, the Government paying an 
annual grant for maintenance of specified 
services. The steamer rates and fares 
charged by the company may be changed 
only with the consent of the Minister of 
Transport. Road fares are subject to exist- 
ing statutory controls. Provision is made 
for the grant to be adjusted if services are 
altered, if rates or fares are changed, or if 
in two consecutive years the “surplus 
profits ” or deficiency exceed £15,000. The 
company is required to construct two new 
ships. The contract requires the affir- 
mative resolution of the House of Com- 
mons, 


Forthcoming ‘Meetings 


17 (Sat.).—Permanent Way Institu- 
tion, Manchester & Liverpool Section, 
in the Temperance Institute, London 
Road, Southport, at 2.30 p.m. Quiz 
Programme. 

17 (Sat.).—Permanent Way Institu- 
tion, London Section. Visit to Sea 
Defence Works between Folkestone 
and Dover, Southern Region, and to 


May 


May 


Romney, Hythe & Dymchurch Rail- 
way. 
May 19 (Mon.) to 27 (Tue.).—Institute of 


Transport. Visit to Netherlands. 

May 23 (Fri.) to 25 (Sun.).—Institute of 
Traffic Administration. 1952 Annual 
Conference at the Imperial Hotel, Bir- 
mingham. 

May 24 (Sat.).—Railway Students’ Asso- 

ciation. Motorcoach tour of West 

Kent and the Medway Valley, leaving 

Swanley at about 2.30 p.m. 

24 (Sat.).—Permanent Way Institu- 
tion, Lincolnshire & Peterborough 
Sections, at Peterborough, at 2 p.m. 
Mr. L. P. Parker, Motive Power 
Superintendent, Eastern Region, will 
read a paper on locomotives. 

26 (Mon.).—Indian State Railways 
Dinner. 


May 


May 
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Railway Stock Market 


Values in nearly all sections of stock 
markets have lost ground, buyers showing 
caution with moderate selling tending to 
have a disproportionate effect on sentiment. 
The April trade returns came as a 
reminder that the trade gap is widening, 
not closing, and that a serious position 
could develop later in the year unless there 
is reasonable expansion in exports, because 
without this gold and dollar reserves can- 
not be re-established to a_ satisfactory 
level. Higher wage demands, evidence that 
costs are still rising in many directions, 
and the emphasis made by company chair- 
men that increased capital will be essential 
this year if business is to grow, have all 
had an influence on stock markets. 

The prospect of big new issues over the 
next few months is still an important factor 
slowing down markets. It is realised that 
if there is a rush of new issues, many 
shareholders will have to sell existing 
securities in order to take up new shares 
offered on _ attractive terms. The 
£10,000,000 issue of convertible notes by 
the Distillers Company, which has been 
a great success and is expected to com- 
mand a premium of up to £5 when deal- 
ings start, has, in fact, led to a fair amount 
of selling recently. It is being assumed 
that in view of the success of this issue, 
many other companies in need of more 
money are also likely to jssue notes carry- 
ing a fixed rate of interest of 5 per cent. 
and having the right of future conversion 
into ordinary shares. 

British Funds have lost ground with 
markets generally and sentiment has been 
affected, not only by the trade figures for 
April, but also by continued talk that 
further colonial loans are likely to be 
floated before long. 

Foreign rails reflected the uncertainty in 
markets and attracted only a very moderate 
business, though movements generally were 
small and unimportant. The recent 
reaction in Antofagasta stocks brought in 
buyers and the preference moved up 
sharply to 60xd with the ordinary at 134. 
On the other hand there was less activity 
in Manila debentures, although a satis- 
factory settlement in regard to the rail- 
road company’s bonds continues to be 
expected in due course. Manila “A” 
debentures were 80 and the preference 
shares 8s. 9d. United of Havana stocks 
were quiet, with the 5 per cent. debentures 
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164, but elsewhere, San Paulo 10s. 
ordinary units became a firmer market 
at around 14s. Taltal Railway shares were 
steady at 16s., but on the other hand, 
Nitrate Rails receded to 23s. and Mexican 
Central “ A” debentures fell back to 714. 

Brazil Rail bonds were 53. Leopoidina 
stocks remained firmly held in the belief 
that total “pay-outs” will exceed current 
market prices of 114 for the ordinary stock 
and 28} for the preference. Leopoldina 
Terminal debentures were 21 and the 
ordinary shares again around 9d. Canadian 
Pacifics showed less activity around $65}. 

Feature among road transport and allied 
securities was a sharp rally in B.E,T. 
deferred stock to £420 on talk of a higher 
dividend, though not more than an un- 
changed payment is generally expected, 
Elsewhere, Southdown were 77s. 6d., West 


Riding 31s. and Lancashire Transport 
39s. 6d. 
Among engineering shares moderate 


declines have been recorded in sympathy 
with the trend of markets. Tube invest- 
ments have been active around 55s. jn 
their “ex bonus” form, while Guest Keen 
were around 5ls. awaiting the full results 
and chairman’s annual statement. Vickers 
receded further to 42s. 3d. on the view 
that E.P.L. will mean little scope for 
higher dividends. 

Cammell Laird 5s. shares were steady at 
lls. 3d. Babcock & Wilcox at 66s. failed 
to hold best prices, though the full report 
created a good impression, as did the hint 
that a further increase in capital seems 


unlikely. T. W. Ward have been a steady 
feature at 70s. 6d., as have Ruston & 
Hornsby at 33s. 3d. John Brown at 


43s. 9d. were relatively steady on market 
talk of higher dividend possibilities. 

There was only a moderate business in 
shares of locomotive builders and 
engineers. The important annual reports 
issued recently have emphasised the good 
order books of most companies in the 
industry and the importance of their ex- 
port trade. Granted that steel supplies are 
adequate, it is assumed that there are 
reasonable prospects of dividends being 
maintained, and on this basis, yields are 
attractive in many cases. Beyer Peacock 
were 29s. xd., Hurst Nelson 49s.. North 
British Locomotive 15s. 14d., and Birm- 
ingham Carriage 32s. 44d., Vulcan Foundry 
were 23s. 9d., Gloucester Wagon Ils. 3d., 
Wagon Repairs 11s. 6d., and Charles 
Roberts 20s. 6d. 


Traffic Table of Overseas and Foreign Railways 




















| —_—— es 3 __ Asgregate traffics to date _ 
Pr 3 | 
Miles Week - - Ri Toul 
Railway open ended Total Inc. or dec. | © |---| _ Increase or 
this year | with 1949/50 3 | 1950/5! | Geerense 
| | ; 
‘= /Antofagasta Bil 2.5.52. | 163,780 |+ 74,890 | 18 2,772,860 |+ 900,620 
© | Costa Rica 281 Mar., 1952 | 1,291,442 i ¢828,700 | 39 | 11,423,709 |+ 2,585, ~ 
§ Dorada... 70 | Mar., 1952 | 32,729 |— 1,506 | 13 102,429 |— 5.6 
> | Inter. Cel. Amer.. 794 = Mar., 1952 | $1,168,652 |— $35,654] 13 $3,669,159 |— $83, riA4 
§ ] Paraguay Cent. 274 28.12.51 G289,547 |+ G102,688 | 26 G8,823,911 |+ G3,556,978 
U )\ Peru Corp. 1,050 Apr., 1952 | $8,694,000 |+ $968,000} 44 | $83,332,000 |+ $6,935,000 
a ne yest ie 66 = Apr., 1952 es 16,397,000| + Bs.361 {000 44 |Bs.161,744,000| + Bs.35,241,000 
ection 
$ Salvador ... ees 100 | Feb., 1952 | ¢170,000 |— 74,000 | 35 | 1,382,000 | + ¢55,000 
& \Taltal 147. Apr., 1952 | $2,267,000 |+ $342,000} 44 | $22,160,000 |+ $5,547,000 
* | | 
3 Canadian Nationalt| 23,473 | Mar., 1952 | 19,412,000 |+ 1,858,000 | 13 53,914,000 |+ — 6,274,000 
5 Canadian Pacifict...| 17,037 Mar., 1952 | 12,636,000 |+ 1,134,000 | 13 35,945,000 4 3,209,000 
| 
4 Barsi aol 167 Feb., +1952 36,960 |+ 3,945 | 48 369,540 + 50,557 
& | Gold Coas: 536 Mar., 1952 321,377 (+ 34,061 | 52 3,475,842 |+ 335,178 
‘5 | Mid. of W. pened 277 Feb., oak | 54,399 |+ 15,228 | 35 70,357 |+ 153,973 
> | South Africa sof 13,398 4.52 1,978,918 |+ 86,799 u 1,559,857 + 268,976 
Victoria... «| 4,744 | Jan., *tbs2 | 2,265,953 |+ 274,972 a _ 





* Receipts are calculated at Is. 6d. to the rupee 


+ Calculated at $3 to £1 





